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TRAFFIC WORLD INDEX 
The index for The Traffic World, Volume 36, cover- 
ing the period from July to December, inclusive, 1925, 
will be sent to subscribers with the January 16 number. 
It should be kept for reference and bound with the 
copies of the magazine. 


COMMISSION APPOINTMENTS 

We are told that there is opposition in the Senate 
and elsewhere to the President’s appointment of Mr. 
R. V. Taylor to the Interstate Commerce Commission 
on the ground that he is a former railroad man. We 
are not here advocating the Taylor appointment. It 
may be a good one or it may be a bad one, but, so far 
as the matter of his having been a railroad vice-president 
is concerned, that, it seems to us, is in his favor. Other 
things being equal, it is well, we think, to have men on 
the Commission who know something about transporta- 
tion, and a man who has served as a railroad official 
may well be conceived to have that knowledge. 

Of course, we know that our idea of what consti- 
tutes a good appointment to the Interstate Commerce 
Commission, or to any other public office, is not the 
idea of the average member of Congress. We think 
appointees should be qualified for the places they are to 
fill and that there should be no other prerequisite. The 
member of Congress thinks appointments should be 
made with a view to strengthening political fences in the 
country or in a given region and to taking care of men 
who have rendered valuable party service. We do not 
know whether or not Mr. Taylor is a good political ap- 
pointment in any sense other than that he is from the 
South, and so, to that extent, may satisfy the political 
demand for southern representation on the Commission. 
Nor are we sufficiently acquainted with his record to say 
whether, in our opinion, his is a good appointment other- 


wise. But we are sure that if his opponents have noth- 
ing better to urge than that he is a former railroad 
official they had better hold their peace. If they can 
show that he was an incompetent, or dishonest, or un- 
fair railroad official, that is another matter. 

This kind of opposition to Mr. Taylor is of a piece 
with some of the opposition to Mr. Woodlock, on the 
ground that he has been too closely associated with 
“the financial interests.” It is said of him with horror 
that he was once actually editor of the Wall Street Jour- 
nal, though, as a matter of fact, that paper states that 
he has not written a line for it in the last twenty years. 
Is it not wise to have someone on the Commission who 
knows something about finance? How is one to gain 
that knowledge except by association with “financial 
interests?” Are we to have our financial affairs regu- 
lated by men who have never had any connection with 
such affairs and who have gained their knowledge of 
them simply by yawping at them? Mr. Woodlock and 
Mr. Taylor may not be ideal appointments and there 
may be many legitimate objections to both or either of 
them, but the kind of objection to which we have been 
referring makes us very sick. 


REGIONAL I. C. C. REPRESENTATION 

The subject of regional representation on the Inter- 
state Commerce Commission has- become a lively one 
recently in the U. S. Senate. Here is, for instance, an 
extract from a speech made by Senator Reed of Penn- 
sylvania: 


We can talk all we please about abstract justice, about the 
Commission deciding always on the fairness of the facts that are 
laid before it; but, as a matter of practical humanity, we know that 
they speak for the regions from which they come, if only because 
they understand their needs better. 

If you want a glorious illustration’ of the point made by the 
Senator from Virginia, you can have just this—that from every 
one of the bituminous coal fields of Pennsylvania the rate to any 
port you may pick, either on the lakes or on the ocean or on the 
gulf, is higher per ton per mile than the rates from the competing 
regions in the neighboring states which do have representation. 
That is why the soft coal mines in Pennsylvania today are lying 
idle and the West Virginia and Ohio and Maryland mines all 
around them are shipping coal right through our state—simply 
because, from forty years of non-representation on the Interstate 
Commerce Commission, the interests of that vast community have 
never for one minute been recognized. 


Senator Reed is usually cautious and careful about 
what he says, but in this instance his remarks show that 
he is not familiar with the subject. In the first place 
Pennsylvania has lower rates to most of the important 
markets than have West Virginia and Kentucky, the 
neighboring states he has in mind. As the distance 
from those states to some of the destination territory is 
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Illinois Traction System Connections 
That Spell S-E-R-V-I-C-E 


FREIGHT CONNECTIONS AND JUNCTION POINTS 


Alton & aoe ¢ Ry.— 
Granite City, Ill. (via St. 
Granite City, ) 
Venice, IIL (via So. Ry. V. & C. Belt) . 
Alton & Southern R.R.— 
Granite City, Ml 


Venice, Ill, (via So. Ry. V. & C. Belt).. 


—., Top. & Santa Fe ae 
East Peoria, Ill. (via P. & P. U.) 
Morton, Il. 

Baltimore & Ohio R.R.— 

Granite City, Ill. (via St. L. M. B. T.) 
Granite City, Ill. 
Springfield, 


Chicago & Alton R.R.— 
Anderso: 


_ 
Granite City, yg (via “st. 
East Peoria, 

Springfield, 
Venice, Ill. 
Westcart, 


d, 
East Peoria, Di. (via P. & P. Uv.) 


Chicage, Burl. & Quincy R.R.— 
Granite City, Tl. (via St. - *. BF) 
eoria, Ill. ; we 


East 
St. Louis, Mo. “ 
Venice, tl. (via 


St. Louis, Nw (via St. 
Cincinnati, Ind., & West. 


Decatur, ml. (via Wab. 
Springfeld, Il........ 


®, (vis &. & Ge.) ..cc0e 
Venice, I. (via So. Ry. V. & C. Belt) 


eee eseeecsce 


Cleve. Cin. Chic. . St. L. Ry.— 
Bloomingt 
Danville, Dl. (Hitiery ) 
Granite City, Dl. (via St. L. M. B. T.) 
Mackinaw, ° 
East Peoria Ill. (via P. & P. U.) .. 
Venice, Ill. (via So. Ry. V. & C. Belt) 
East St. L. & Carondelet Ry.— 
Granite City, Ill. (via St. L. M. B. T.) 
East St. L. Col. & Water. Ry.— 
Granite City, Ill. (via St. L. M. B. T.) 
Granite City, Dl. (via A. & So.). 
East St. Louis —— —, 
Granite City, Ill. -" St. L. .) 
Venice, Il. (via Ry. V. Ps C. Bai) 
East St. Louis pol R.R.— 
Granite City, Ill. (via St. L. M. B. T.) 
Venice, Ill. (via So. Ry. V. & C. Belt) 
Ilinois Central R.R.— 
Bloomington, 
Decatur, 
Granite City, Ill. (via St. L. M. B. T.) 
Granite City, Ill. (via A. & So.) 


Springfield, Ml 
Venice, Ill. (via So. Ry. Vv. & C. Belt) 
Illinois Terminal Co.— 
e, iudveeuesooun wenger 
Illinois Transfer Ry.— 
Granite City, Ill. (via St. L. M. B. T.) 
— & Urbana Trac. Co.— 


Litchfield & Madison Ry.— 


Granite City, = (via St. Py M. - ” 
— = . oo A. o- 


Worden, 


Louisville & Nashville R. R— 
Granite City, = (via - > - BB) 
Granite City, Il Ra hy 0.) 
Venice, Il. (via So. » iv hy C. Belt). 
Manufacturers Ry.— 
=i City, OL (via St. L. M. B. al 
t. Louis, Mo. (via St. L. M. B.T.).. 
Pad & St. Louis R. R.— 
East Peoria, Ill. (via P.& P.U.)..... 


Missouri-Kansas-Texas R.R.— 
Granite City, Dl. (via St. L. M. B. T.). 
St. Louis, + (via St. L. M. B. T.)... 
Missouri Pacific R.R.— 
Granite City, = (via St. L. M. B. T.). 
Granite City, Ill. (via A. & So.)...... 
St. Louis, Mo. (via St. L. M. B. T.).. 
Mississippi-Warrior Service— 
—_ City, DL (via St. L. Aw 
—_, Mo. = St. . M. B.T.)... 
Fenian Md (via So. Ry. V. & C. Belt). 
Mobile & Ohio R.R.— 
Granite City, hg (via St. L. M. B. T.). 
Granite City, Ol * ne i Dicoaurs 
Venice, Ill. (via So. v & C. Belt). 
New York, Chi. 3 L. RA. 
C) 


Granite City, Til. (via St. L. M. B. T.). 

Granite City, Ill. (via A. & So.)...... 

Edwardsville, = TE RB BebvSsevenses 

Ridge Farm, I 

Venice, Ill ps So. Ry. Vv. & Cc. Belt) . 
~—_ . Pekin Union Ry.— 


, 4 © Pe eeseeesees eevee 


Peoria, Ill. (via P. & P.U.).. 
Pennsylvania R.R.— 
Deeatur, Dl. (via W Ry.) 
Granite City, = (is 8 he L. M. B. T.). 
Granite + nadie . (via A. & So. 


‘(vis ; 
St. rey Pa O'Fallon R.R.— 
Granite City, _ ag St. L. < B. BR). 
Granite bag 


a 3 City, Dl. (via A. 
Granite City, Dl. (via St. 
St. Louis Belt & Le Ry. 
Granite City, DL (via St. 
St. Louis, Mo. (via St. 


St. Louis Merchants Bridge Terminal Ry.— 
Granite City, Ol. 
St. Louis, Me. .ccccocs pe panckecaneenrs 
St. Louis-San Francisco Ry.— 
Granite City, Dl. (via St. L. M. B.T.). 
St. Louis, Mo. (via St. L. M. B.T.)... 
St. Louis Southwestern Ry.— 
Granite City, = (via St. L. M. B. T.). 
Granite City, Ill. (via A. & So.) 
St. Louis, Mo. ‘(ria St. L. M. B. T.). 


St. Louis Transfer Ry.— 
Granite City, DL (via St. L. M. B. T. ) a 
St. Louis, Mo. (via St. L. M. B. T.). 
= ae Ld & Eastern R.R.— 
ar 3 
Granite City, = (via i” L. M. B. T.). 
Granite City, Ml Pia hy & So.) 
Venice, Ill. (via 8 jo. Ry. ye & C. Belt). 


Southern Ry.— 
Granite City, Dl (via St. L. M. B.T.). 
Granite City, Ml. (via A. & So.) 
Venice, Ill. (via So. Ry. V. & C. Belt). 
Southern Ry. (Venice and Carondelet Belt) — 
Granite =. = (via St. L. M. B. T.). 
Granite (vis A. & So.) 
Venice, UL 
Springfield Terminal Ry.— 
Springfield, I. .....0.s0- sex 
Terminal R.R. Association of St. Leste 
Granite City, DL (via St. L. M. B. pe 
St. Louis, Mo. mg St. L. M. B. T.). 
Venice, Ill. (via So. Ry. V. & C. Belt) . 
= Peoria & West. Ry.— 
Peoria, Dl. (via P. & P.U.). 
Bd 


Ry.— 
Danville, Ill. (Tilton, Dl.).......... 


Decatur, 
Granite City, th. (via “St. L. MM. B. T.) 
Riverton, Ill. 
St. Louis, Mo. ‘(ria RL. MB. T.). 
Springfield, 
Staunton, 
Urbana, Tl. 
Venice, Ill. (via So. Ry. V. & C. Belt) . 
Worden, Ill. 
Wiggins Ferry Co.— 
Granite City, DL (via St. L. M. B. T.). 


With the increasing volume of freight each year, and with the increasing respon- 
sibilities of everybody connected with the handling of goods, shippers appreciate 
the road that gives unlimited connections with other railroads, expedited local 
service, joint rates with other principal roads, interchange facilities for’ equip- 


ment, adequate switching arrangements, and centrally located terminals. 


the Illinois Traction System. 


That’s 


There’s a Traction Traffic Representative in Your Field 


Illinois? fraction System 


W.H. Wylie, Traffic Manager, Springfield, Illinois 
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January 2, 1926 


greater than the distance from the Pittsburgh district 
and other districts in Pennsylvania, the ton mile earn- 
ings for the shorter haul are necessarily greater. That 
is always true in respect to longer hauls. 

The only neighboring state to Pennsylvania that has 
coal mines from which there is a member of the Com- 
mission is Kentucky. There is no representation from 
Ohio, Maryland, Virginia or West Virginia. Commis- 
sioner McChord was appointed from Kentucky. He has 
consistently voted in favor of complaints from Pennsyl- 
‘yvania and Ohio and against West Virginia and Kentucky 
in respect to coal rates. The recent lake cargo case is 
an example. In that case Commissioner McChord, in a 
separate opinion, said that the differential, which now 
ranges from twenty-five to forty cents in favor of Pitts- 
burgh, as against West Virginia and Kentucky, should 
be widened so as still further to favor Pittsburgh and 
northern Ohio. 

Senator Reed is, therefore, wrong in his intimation 
that the representation on the Commission from the 
states neighboring Pennsylvania has given those states 
better coal rates than Pennsylvania has. 

Senator Reed is also wrong in the statement that 
“that is why the soft coal mines in Pennsylvania today 
are lying idle and the West Virginia and Ohio and 
Maryland mines all around them are shipping coal right 
through our state.” The Pennsylvania mines signed 
the so-called Jacksonville agreement with the United 
Mine Workers of America a few years ago. The West 
Virginia and Kentucky mines are non-union. 


While it is true that West Virginia and eastern 
Kentucky have operated their mines to a larger extent 
than have parts of Pennsylvania, that has been possible 
despite the freight rates and not because of them. The 
coal mines served by the Pittsburgh & West Virginia 
Railroad in the Pittsburgh district have had a good year. 
While Senator Reed mentioned Ohio and Maryland 
with West Virginia, he no doubt meant West Virginia 
in particular. The rates from West Virginia to New 
England points range from $1 to $2 higher than the 
rates from central Pennsylvania. The rates from the 
Pittsburgh district to Lake Erie ports are from twenty- 
five to forty cents higher than the rates from West 
Virginia and eastern Kentucky. The mines in West 
Virginia and Kentucky are non-union. The mining con- 
ditions in those states are not the same as in Pennsyl- 
vania. The Pennsylvania fields signed the Jacksonville 
agreement with the United Mine Workers of America 
a few years ago. That has been the source of much of 
their trouble. At all events, West Virginia and eastern 
Kentucky have no advantage over Pennsylvania in re- 
spect to freight rates. Moreover, the conditions that have 
operated to slow up mining in Pennsylvania are not 
caused by freight rates. 

Senator Reed’s statement creates the impression 
that the states neighboring Pennsylvania have repre- 
sentation on the Commission and that on that account 
the Commission has approved lower rates from such 
states on coal than it has approved from Pennsylvania, 
and that that fact is responsible for the idleness of the 
coal mines in Pennsylvania. The facts are that only one 
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of the neighboring states has representation on the 
Commission—Commissioner McChord from Kentucky. 
He has consistently voted in favor.of Pennsylvania and 
Ohio and against West Virginia and eastern Kentucky 
in litigation concerning coal rates. Curiously enough, in 
the lake cargo case Commissioner Woodlock from New 
York and Commissioner Cox from New Jersey—states 
that buy a large part of their coal from Pennsylvania— 
voted against the Pennsylvania fields and in favor of 
West Virginia and the southern states. 

The Commission not only has not approved lower 
rates from Pennsylvania than from West Virginia and 
Kentucky, but has, in fact, favored Pennsylvania and 
Ohio in cases prior to the lake cargo case involving dis- 
putes between those states. And, as already pointed 
out, the rates from Pennsylvania to the more important 
consuming points are in every instance substantially 
lower than the rates from West Virginia and eastern 
Kentucky. Further, the conditions in Pennsylvania that 
have tended to slow up the operation of mines in that 
state are conditions that have nothing whatever to do 
with freight rates. 

It is not the purpose of this editorial to argue, on 
its merits, the question of regional representation on the 
Commission, but merely to show how difficult it seems 
to be for our lawmakers to state facts correctly when 
what they conceive to be their own interests or the in- 
terests of their constituents are involved, and how little 
real information they seem to have in such matters. 
Senator Reed’s statements were obviously incorrect, 
though it would have been easy for him to have ob- 
tained the information we have given above. Nor did 
any senator from West Virginia or Kentucky arise to 
contradict him. The senators from those states were 
either as ignorant as he about the matter under discus- 
sion or it did not interest them. In such loose fashion 
are our laws made and our policies fashioned. 


COMMISSION APPOINTMENTS 


The Traffic World Washington Bureau 


Senator Norris, of Nebraska, has announced he will oppose 
confirmation of the nominations of Commissioner Woodlock and 
of Mr. Taylor. It is understood that Senator La Follette and 
Senator Wheeler also will oppose the nominations. In a letter 
to Huey P. Long, chairman of the Louisiana Public Service Com- 
mission, Senator Norris said he was opposed to both Woodlock 
and Taylor sitting as members of the Commission, not because 
he had any information of their lack of ability or of their hon- 
esty, but “because of their railroad affiliations.” 

“It is possible, I concede,” said the senator, “that a railroad 
man appointed to this position may make a good commissioner, 
but as a general proposition I am opposed to putting on this 
Commission the very man whose activities the Commission is 
called upon to regulate.” 

Advices reaching Washington from Atlantaa, Ga., are to 
the effect that shippers’ organizations in the southeast will op- 
pose confirmation of the nominations of Commissioner Wood- 
lock and of Mr. Taylor. Senators from the southeastern states 
have been advised of this opposition. 

Formal notice of the election of Commissioner Eastman as 
chairman of the Commission for 1926 was issued by Secretary 
McGinty December 28. (See Traffic World, Dec. 26, p. 1540.) 
The notice follows: 


Pursuant to the policy adopted Jan. 13, 1911, that the term of 
office of the chairman of the Interstate Commerce Commission shall 
be filled from year to year in the order of seniority of service, Com- 
missioner Joseph B. Eastman has been unanimously elected chair- 
man to serve from Jan. 1, 1926, for the ensuing year. 


It is the tacit understanding among the commissioners that 
Commissioner McChord shall continue in office until his suc- 
cessor qualifies, if that event comes within a reasonable time. 
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He resigned office “upon the appointment of his successor.” 
The nomination or dispatch of a man’s name to the Senate is 
not regarded as an appointment within the meaning of the Con- 
stitutional provision that the President shall appoint with the 
advice and consent of the Senate. 

For obvious reasons, the retiring Commissioner will not sit 
with his colleagues to listen to arguments, because, in the or- 
dinary course of business, the cases that may be argued in the 
few days or weeks he remains in office will not come up for 
disposition by the Commission. It would be a waste of time on 
the part of Commissioner McChord to listen to arguments on 
points on which it was improbable he would be called on to 
vote. On matters submitted before the resignation was tendered, 
it was suggested, he would have enough work to do to keep him 
busy while waiting for the Senate to dispose of the President’s 
nomination. 

Commissioner McChord, the day his resignation was an- 
nounced, left his place on the bench. His absence was noted 
when the arguments on the Nickel Plate merger applications 
were begun December 28. His departure from the bench the day 
his resignation was made public and his absence on the day the 
Nickel Plate merger arguments were begun were in accord with 
his conclusion that it would be a waste of time, if not a disre- 
gard of good taste, for him to listen to arguments on points on 
which, in all probability, he would not vote because his term of 
office would expire before the issues came up for decision. There 
was no question about his right to sit after he had tendered his 
resignation, in the mind of any of his colleagues, for, as before 
pointed out, his resignation was to be effective when his suc- 
cessor should be appointed, and appointment of a successor can- 
not be made except with the advice and consent of the Senate. 


RAILROAD LEGISLATION 
The Traffic World Washington Bureau 


A legislative situation is developing in Congress that does 
not point toward early disposition of proposed important changes 
in the interstate commerce act, as amended by the transporta- 
tion act. 

Although the Senate interstate commerce committee will 
hold hearings in January on the Gooding long-and-short-haul bill 
and proposed revision of the consolidation provisions of the 
transportation act, it does not necessarily follow that as much 
speed will be exercised by the Senate and House in taking final 
action on these proposals, even though the Senate committee 
should favorably report such proposed legislation. 

The situation with respect to railroad legislation appears to 
be similar to that which existed in the last session of Congress. 
The Senate interstate commerce committee was active in re- 
porting out various bills relating to the railroads. The House 
committee on interstate and foreign commerce, on the other 
hand, was not so active. 

The House committee on interstate and foreign commerce, 
by a House resolution, has been directed to investigate the 
foreign rubber monopoly, as well as other monopolies of com- 
modities imported by the United States. Chairman Parker, of 
the committee, also has announced that the committee will be- 
gin an investigation looking to a solution of the “coal problem.” 
A number of bills have been introduced relating to that question, 
and among the proposals is one looking to the establishment of 
an anthracite coal bureau in the Interstate Commerce Commis- 
sion for the regulation of the anthracite industry. 


The House committee, therefore, will probably be busy for 
weeks with the investigations referred to and proposed railroad 
legislation, particularly so-called controversial legislation, will 
not be considered until after the investigations relating to im- 
ports and coal have been concluded. 


Some members of the House committee feel there is little 
chance of “controversial” railroad legislation being passed on 
finally at this session. The Cummins railroad consolidation bill 
and the Gooding long-and-short-haul bill are regarded as com- 
ing within the class of such legislation, because of divergent 
views with respect to them. 

Advocates of enactment of the Gooding bill are hoping for 
favorable action by Congress on the bill at this session. It is 
pointed out that considerable opposition to the Gooding bill, 
that was passed by the Senate last session and “killed” by the 
House committee on interstate and foreign commerce, will not 
be applicable to the Gooding bill recently introduced in the 
Senate and in the House by Representative Hoch, of Kansas. 
The revised Gooding-Hoch bill would prohibit fourth section de- 
partures “on account of water competition, either actual or 
potential or direct or indirect.” It would not, it is contended, 
prohibit departures on account of circuitous rail routes, and 
there cannot be opposition to the bill on that ground as there 
was to the bill pending in the last session. Because of the agita- 
tion for development of waterway transportation, advocates of 
the Gooding bill believe the measure may pass the House. The 
vote in the House committee on the Gooding bill last session was 
close and, with the issue restricted to prohibition of departures 
on account of water competition, advocates of the bill predict 
favorable action, if the bill can be brought before the House 
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committee for final action. It is assumed, apparently, that be. 
cause the Senate passed the Gooding bill at the last session, jt 
will pass the revised bill at this session if it is favorably re. 
ported by the Senate committee. 

If the railway managements and the railroad unions reach 
final agreement on a bill abolishing the Railroad Labor Board 
and providing for adjustment boards and other methods of set. 
tling disputes between the railroads and their employes, such 
legislation, it is believed, would be enacted without much 
difficulty. 

The Senate will be busy for some time with the Coolidge 
administration’s proposal that the United States join the World 
Court and, also, with the tax reduction bill. Republican leaders 
hope to have the legislative program in such shape that Cop. 
gress may adjourn the present session some time in June. The 
congressional campaign will be under way in the late summer 
and fall, and both Republicans and Democrats will wish to get 
through with the present session by early summer.’ Unless an 
early start is made with respect to proposed major changes in 
the transportation laws, therefore, the end of the present ses. 
pe may come before final action on such changes has been 
taken. 

Senator Watson, chairman of the Senate interstate com- 
merce committee, has sent out notices that hearings on Senator 
Cummings’ railroad consolidation bill will begin before the com. 
mittee January 11. The committee had agreed to take up rail- 
road consolidation legislation after the hearings on the Gooding 
long-and-short-haul bill scheduled to begin January 6 and had 
left the fixing of the date for beginning of hearings on the con- 
solidation bill to the chairman. 


WOULD COVER COMMISSION 


The bill, H. R. 4798, introduced by Representative Davey, of 
Ohio, referred to the committee on rules (Traffic World, Nov. 
14, p. 1129, and Dec. 5, p. 1327), it is believed, would give the 
President full power to remove interstate commerce commis- 
sioners so as to reduce the size of the Commission to what he 
would deem an efficient body, or to consolidate it with some 
other body, or abolish it entirely. The two sections of the bill 
on which that relief is based are as follows: 


That the President be, and he is hereby, authorized and em- 
powered to remove any or all appointive employes and officials of the 
United States government by him deemed unnecessary or useless 
in the conduct of the government's business except members of the 
cabinet, judicial officers, and those regularly elected, whether or 
not such employes and officials have been selected and appointed by 
the civil service commission and regardless of any classification here- 
tofore awarded by such commission; and the President is hereby 
further authorized and empowered to abolish any or all of such of- 
fices thereby made vacant and to abolish any or all divisions, bu- 
reaus, and commissions by him found to be unnecessary for the 
proper and economical conduct of the government’s business. 

That the President is hereby authorized and empowered, during 
or after the reorganization of any department, bureau, division, or 
commission, to appoint such employes and officials as he deems best 
for the public service, and to establish by proclamation any division, 
bureau or commission that he deems necessary for the conduct of 
the public business; and the President is further authorized and em- 
powered to transfer divisions and bureaus from one department to 
another, and to consolidate or combine divisions, bureaus, and com- 
missions one with the other as he deems best for the public service; 
and the President is further authorized and empowered to create 
a central purchasing bureau that shall have exclusive power to 
make purchases for all government departments, bureaus, divisions, 
and commissions. 


HOOVER ON 1926 PROSPECTS 


The whole machinery of production and distribution is oper- 
ating at a higher degree of efficiency than ever before, Secre- 
tary Hoover, of the Department of Commerce, said, December 31, 
in a statement on “Economic Prospects for 1926.” 

“All signs indicate that if we will temper our optimism with 
a sprinkling of caution we shall continue our high level of pros- 
perity over 1926,” said Mr. Hoover. 

“In transportation, our railways are giving the best service 
in our history and are recovering in average earnings to near 
the Interstate Commerce Commission standard of earnings of 
five and three-fourths per cent. There is some improvement 
from the acute depression in the shipping world; and progress 
has been made in plans for internal waterway improvement. 

“Agriculture, while it is better than it was two years ago 
still leaves the farmers with much accumulated. debt, and gen- 
erally has not gained a stability that makes for contentment 
because its basic economic problem of market is unsolved. 
Also it suffers from continued distortion in price relationship 
of the middle west to the competing foreign countries because 
our transportation costs to seaboard have had to be increased 
more than those of its foreign competitors. The projected en- 
larged program of improvement in waterways is of great im- 
portance in this matter.” 


MILWAUKEE INVESTIGATION 


The Commission has announced that hearings in the inves- 
tigation of the Chicago, Milwaukee & St. Paul will be resumed 
January 7 at New York before Commissioner Cox and Examiner 
Bardwell. The hearings will be held in the rooms of the Mer- 
chants’ Association. 















Janu 


| 


and 

argu 
of tl 
miss 
char 
arity 
Am¢ 
ing 

cont 


eS Se SS CUCUelUCU CC 





at be. 
On, it 
ly re. 


reach 
Board 
f set. 

such 
much 


Dlidge 
World 
aders 
Con- 

The 
mmer 
O get 
SS an 
es in 
E Ses- 
been 


com- 
nator 
com- 
) Yail- 
oding 
| had 
 con- 


sy, of 
Nov. 
e the 
nmis- 
at he 
some 
2 bill 


| em- 
»f the 
Seless 
f the 
er or 
ed by 
here- 
ereby 
h of- 
3, bu- 
r the 


uring 
nm, or 
best 
ision, 
ct of 
| em- 
nt to 
com- 
‘vice; 
reate 
ar to 
sions, 


ves- 
ned 
ner 















January 2, 1926 
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in Washington 





and general counsel for the Nickel Plate, field, as part of his 
argument on the merger applications of that road, the exact form 
of the report and order he would be pleased to have the Com- 
mission make, there was some comment about the shy violet 
character of the move, particularly among those without famili- 
arity with practice in courts, particularly chancery courts. 
Among those in the Commission who have to do with the mak- 
ing of reports and orders there was no such comment. On the 
contrary, there were suggestions to the effect that the work 
of the Commission would be forwarded were all litigants to 
undertake seriously, and with great care, to invite proposed re- 
ports and orders. It was pointed out that, if litigants did not 
know what they wanted, they were in a bad way. They bring 
their complaints to the Commission. Each complaint carries 
with it a prayer for relief, sometimes specific and sometimes 
general. Yet the complainant indicates what he wants,and why 
he thinks his prayer should be granted. Why, it is asked, should 
he not go a step farther, after the testimony is a matter of rec- 
ord, and point out the exact form in which he wishes relief to 
be given. There is nothing unfair in a litigant helping the court 
to frame the thing he thinks would give him the relief law or 
equity entitles him to receive. In equity cases in the chancery 
court, it is the practice for the applicant for an injunction to 
frame the order he desires the court to issue. Generally, of 
course, the respondent before a chancery court or the defendant 
before the Commission, asks to have the bill or complaint dis- 
missed. There is nothing complicated about an order or dis- 
missal, hence the defendant, in a Commission case, would not 
be giving the Commission any help worth talking about by fram- 
ing such an order. However, there is no reason, it would seem, 
for a railroad to refrain from writing a proposed report wherein 
it would set forth the facts and the law warranting. an order 
of dismissal. Of course, the briefs contain the material on 
which the writers hope the Commission will base its deci- 
sion. However, they do not contain the minute details required 
by the man whose duty it is to draw the order to put into effect 
the decision for which the ably buttressed prayer has asked. It 
is one thing to say class rates in Eastern Trunk Line and Cen- 
tral Freight Association territories shall be based on a scale, 
with classes related in the usual way, of $1.45 first class between 
New York and Chicago. It is, however, another thing to draw 
an order that will point out, in detail, how such a body of rates 
is to be brought into being. Mr. Colston, in his suggested report 
and order, pointed out the precise steps he desired the Com- 
mission to take. Moultrie Hitt, in his brief on behalf of a short 
line, stated the substance of conditions to be attached to any 
permit allowing merger. He did not, however, phrase the con- 
ditions in such detail as would be needed in the event the Com- 
mission adopted his idea. When a litigant has presented the 
order he desires entered, he has made his prayer definite and 
certain, which is not the case when he writes it into his com- 
plaint. The Commission, of course, could not require a litigant 
to prepare the draft of an order desired nor deny him relief to 
which he was entitled because he had failed to submit such a 
proposed order. There might be some question as to the power 
of a chancellor to require a complainant to draw the order de- 
sired, but, as said, the practice has grown up and the time of 
the court is saved. The judge can see, when he has the draft 
of a proposed order before him, how far he is asked to go and, 
thereby, judge as to whether the record before him affords a 
proper highway for the journey he is asked to take. 





Less Sausage to Haul.—The wise men in the Department of 
Agriculture have spread abroad the sad news that the railroads 
will have fewer pounds of sausage to transport from the corn 
belt next fall and early winter than in the present season. The 
pig birth rate, according to the December survey, is expected 
to fall—hence, the conclusion that there will be fewer pigs and, 
consequently, fewer pounds of sausage. This fall’s crop of pigs 
in the corn belt states, the surveyors found, was 12.4 per cent 
below that of the year before, or 1,800,000 fewer carriers of 
curled tails and squeals. But the surveyors are not cast down. 
There is a silver lining over the hog population. They said it 
was possible that the comparatively high prices of hogs and 
the favorable feeding ratio between hogs and corn might cause 
an improvement in the crop outlook. Taking the country as 
a whole, the shortage this year will be between 5,000,000 and 
5,500,000 pigs. The total crop in the corn belt states this year, 
they said, was indicated to be smallest since 1920. Iowa and 
Illinois, they said, showed a smaller reduction than the corn belt 
states as a whole, their reductions being 5.1 and 4.1 per cent, 
respectively. The big offenders against the railroads and the 
eaters of sausage are Kansas, off 20.2 per cent; Ohio, off 19.2; 
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Nebraska, off 18.9, and Indiana, off 17 per cent. The ratio be- 
tween pigs and sausage is fairly constant—so many pigs so 
many links or pounds of sausage, prices tending to keep the 
ratios constant. Seemingly, the freight traffic managers in the 
pig states have fallen down on their pig propaganda. 





Rubber and The Constitution—The Constitution of the 
United States forbids an export tax on anything. In time of 
war the President may forbid the exportation of any commodity. 
Embargoes, however, have never been popular. The old federal- 
ists discovered that and also that they were out of office after 
they had played with embargoes. But the control the British 
government is exercising over the production and exportation of 
rubber may give an impetus to any move looking to an amend- 
ment allowing the imposition of taxes on commodities that 
enter largely into export trade. The British government enables 
those interested in rubber to hoist the prices by means of a 
system of taxation so devised that, in effect, it controls the 
prices and the quantity of exports. The United States govern- 
ment can have no such control over commodities produced in 
this country as the British government can exercise over such 
as are produced within the British dominions, because it can 
impose no tax on a thing to be sent out of the country, higher 
than the tax on the commodity to be kept in this country. It 
might proportion the tax so that it would bear harder on the part 
exported than on that which remains in this country, but there 
are doubts about that. Secretary Hoover, in a speech several 
weeks ago, deprecated that sort of commercial warfare. He 
pointed out that, in the matter of oil, cotton, and copper, this 
country could wield as large a stick as any swung by any other 
country. He said no countries ever went to war about the price 
of anything, but pointed out that commercial ill feeling created 
conditions that led to war—hence, such things as coffee and 
rubber monopolies were not in his list of things calculated to 
abolish war. The hurried retirement of London brokers who 
have been handling rubber and the capital stock issues of com- 
panies owning and operating rubber plantations, has raised the 
question in London whether the end of the rubber boom is not 
near at hand and whether the brokers are not standing from 
under so as not to be hurt when the overstretched rubber boom 
snaps. But, if no break comes, the American business men, if 
not the government, it is suggested, will have to take measures 
for protecting themselves against government-promoted or gov- 
ernment-aided monopolies. The United States, broadly speaking, 
is the only government that does not encourage monopolies either 
at home or abroad, when such encouragement might give Amer- 
icans at least a temporary advantage. 





New’s Force Makes Good.—Reports to Postmaster-General 
New from the chief post offices in the land are taken by him 
as indicating that the postal employees made good on their propo- 
sition that, given reasonable cooperation by the public, they 
could handle the holiday mail so as to enable them to take 
Christmas off without damage to the public interest. In a state- 
ment on the subject Mr. New said that, while some offices re- 
ported inability to cope with the mountain of last minute mail, 
leaving varying quantities, mostly of greeting cards, for delivery 
on Saturday, and others reported delays due to congestion, the 
condition, on the whole, was somewhat better than that on 
other years when the entire postal organization labored all day 
Christmas. There has long been a suspicion that, if government 
employees would really work, they could get rid of their tasks 
without any real slaving. The fact that conditions this year, 
in most post offices, were better the day after Christmas than 
in years when there was work on Christmas, probably, will be 
taken by many as indicating that real work will accomplish 
what should be done without necessity for work on the greatest 
of Christian holy days. Mr. New said postmasters reported 
that nearly all the mail held over for Saturday delivery was 
received so late that it would have been held over from 
Saturday until Monday had it come in on Saturday, instead of 
Christmas eve. His idea is that the record made was so good 
that it will warrant the making of a plan to give postal em- 
ployees every Christmas off hereafter. The volume of mail, he 
said, was great, New York’s mailings on December 23 amounting 
to 11,323,000 while the total mailings at that office amounted 
to 75,000,000 pieces, an increase over 1924 of 10,000,000. His 
further thought is that New York’s city’s postal receipts for 
December will amount to $7,000,000, almost the exact amount of 
the revenue for that office for the whole of 1892. Chicago’s 
mailings the day before Christmas were estimated at 7,000,000 
letters. Austin, Tex., claimed to have made every delivery 
by 3 p. m., December 24. 





Norris Notion on Nominations.—According to the letter 
Senator Norris, of Nebraska, wrote to Chairman Long, of the 
Louisiana commission, for aught he knows, Commissioner Wood- 
lock and Richard V. Taylor are honest; that is to say they 
observe the rule of mine and thine. However, he is going to 
vote against their confirmation on account of their affiliations 
with the railroads, which, as he sees the thing, cause the 
troubles with which the Commission deals. Conscience is the 



























only guide for a senator. It is not even cheap wit to add, 
“if he has any.” Application of that rule, however, it has been 
suggested, would make it impossible for a shipper ever to hire 
a traffic manager who had ever worked for a railroad, or a 
railroad ever to hire a lawyer or traffic man who had ever 
worked for a shipper. In the days when there were grave 
abuses, that came near being the rule. It is not so now. 
Traffic men give each other the credit of being honest. They 
cannot always agree. But for the Commission, unscrupulous big 
shippers would “ride” the railroads and obtain preferences to 
recoup which the railroads would “ride” small shippers and 
small railroads. Thereby the vicious circle, in operation prior 
to regulation, would be re-established. Under the Norris rule 
no Democratic senator, it is suggested, could ever vote for a 
Republican because the latter approved the “robber” tariff. Nor 
could a Republican senator ever vote for a Democrat because 
the latter favored the “bread line tariff.” In the days of greater 
party regularity, most, if not all, senators cast their votes on 
nominations in accordance with the rule that the nominee must 
be honest and not personally obnoxious; that is, he must not 
have spoken of a senator in such a way as to have reflected 
on his mother, or accused him of deliberately having told untruth 
to one entitled to know the truth; that is, he must not have 
called the senator a liar. Under the Norris rule, it is further 
suggested, a Republican president, elected by as large a majority 
as Harding had, could not have his sort of Republicans, but 
would have to take the sort the Democrats and Norris type of 
Republicans chose, simply because, as a result of earlier elec- 
tions, the people had chosen senators of a type unlike Harding 
and the Harding majority would have signified nothing. 





Another Reparation Eruption.—Every time there is an out- 
burst over a question that has long been before the Commission, 
such as the one the Director-General has put forth respecting 
the rule of reparation laid down in the Missouri Portland 
Cement case, the Supreme Court’s decision in the Sloss-Shef- 
field case causing it, old-timers have to laugh at themselves. 
They simply cannot help it. Every one of them, at one time 
or another, has had an idea in the back of his head that the 
time would come when there would be no more questions to 
be decided by the Commission, and few, relating to rate regu- 
lation as it was then, by the courts. In those days nearly 
every practitioner was able to recall the cases he needed for 
citing, without running to the books for references. He was 
afraid the Commission, like the Supreme Court of the United 
States in its early days, would have to go about the country 
drumming up business for itself. Now, however, work before the 
commission is beginning to be specialized. One lawyer hardly 
feels himself fully qualified to handle any and every kind of 
case that may be brought before the regulating body. A. E. H. 


FORECASTS BY RAIL PRESIDENTS 


The consensus of opinion of the presidents of railway 
systems, as indicated by articles by them in the current issue 
of the Railway Age, is that freight business will continue to 
show an increase in the first one-half of 1926, and, if crops are 
good, will be heavy throughout the year, especially in the south 
where the increase in 1925 was very large. 

It is believed the capacity of the railways in most parts of 
the country will prove fully adequate to requirements, although 
L. F. Loree, president of the Delaware & Hudson and chairman 
of the Kansas City Southern, says, “I think that on our line of 
heavier traffic the margin of capacity to take care of additional 
business is nearing the danger point,” and J. M. Davis, president 
of the Delaware, Lackawanna & Western, emphasizes the neces- 
sity of enlarging terminals at important industrial centers. 

Information furnished by the railway executives shows 
that in order to keep railway facilities.abreast with the demands 
of business the managements are planning to continue to make 
large expenditures for improvements and equipment this year. 
The capital expenditures made by the Class I railways in 1923 
were about $1,060,000,000; in 1924, about $875,000,000, and in 
1925 about $775,000,000. “Capital expenditures made in any 
year,” says the Railway Age, “depend largely upon the traffic 
moving in that year. This is especially true of equipment 
orders, which usually increase more in proportion than the 
increase in traffic and correspondingly decline when traffic 
declines.” 

The Railway Age has received information from thirty-nine 
representative roads with an aggregate mileage of approximately 
160,000 miles regarding their probable capital expenditures in 
1926. Thirty-six of these roads, with approximately 135,000 miles, 
or 52 per cent of the mileage of the country, already have appro- 
priated $380,000,000 of new capital for improvements and equip- 
ment in addition to unexpended appropriations carried over from 
1925. Taking into consideration the amount of work carried 
over, it is estimated that the amount spent for improvements 
and equipment by the Class I roads in 1926 will be at least as 
much as it has averaged within recent years, or around 
$800,000,000. 
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Some of the larger railway budgets for 1926 reported are as 
follows: Atchison, Topeka & Santa Fe, $55,000,000; Southern 
Pacific (Pacific System), $44,328,000; Illinois Central, $41,384,000: 
Union Pacific, $36,100,000; Florida East Coast, $22,750,000; St. 
Louis-San Francisco, $21,000,000; Chicago, Rock Island & Pa- 
cific, $21,000,000; Louisville & Nashville, $20,000,000; Norfolk & 
Western, $18,500,000; Reading, $16,000,000; Great Northern, 
$13,500,000; Central of New Jersey, $13,900,000; Denver & Rio 
Grande Western, $11,000,000. 


The Railway Age says: “In view of the immediately pros- 
pective traffic, it seems not improbable that expenditures for 


equipment will be larger than the budget figures given would 
indicate.” 


R. H. Aishton, president of the American Railway Associa- 
tion and chairman of the Association of Railway Executives, 
says: 


The ability of the railways to meet the transportation demands 
made upon them in 1925 was largely due to the enormous capital 
expenditures made during the past four years for improvements to 
their equipment and plant facilities. Their credit needs to be fully 
restored so that they can secure money by the issuance of stock 
rather than by further increasing fixed charges by issuance of 
bonds. If these requirements can be met the railroads can continue 
to give the splendid service which the public needs and demands. 


W. L. Mapother, president of the Louisville & Nashville, 
says: 


One of the most important factors contributing to the unprece- 
dented service in the past year was the lack of agitation designed 
to influence legislation affecting common carrier operations. 


C. E. Schaff, president of the Missouri-Kansas-Texas, says: 


What the railroads need most is a stabilized regulation. They 
need the sense of security that they may go definitely ahead with 
their plans and projects without constant fear of impending changes 
in the principles of regulation under which they must be conducted. 


Several railway executives oppose compulsory consolidations, 
but favor legislation that will promote voluntary consolidations, 
C. R. Gray, president of the Union Pacific, says: 


It is apparent that federal laws will be somewhat modified with 
respect to consolidations and in the labor section, and I believe that 


both, in the light of nearly six years’ experience, can be improved 
upon in the general interest. 


E. E. Loomis, president of the Lehigh Valley, says: 


If the Interstate Commerce Commission is given authority to 
approve voluntary consolidations and an agreement can be reached 
in regard to the proper and fair adjustment of labor troubles, noth- 
ing further would seem necessary at this time. 


E. J. Pearson, president of the New Haven, says: 


No changes in legislation are needed except perhaps that in 
view of the recent expressions of the Interstate Commerce Commis- 
sion an amendment eliminating compulsory consolidations and per- 
mitting voluntary groups by the railroads themselves subject to ap- 
proval of the commission would be a step in the right direction. 


J. E. Gorman, president of the Rock Island, says: 


_A cessation of legislative enactments, both federal and_ state, 
which restrict and hamper the railroads in their efforts to develo 
a fully efficient and satisfactory transportation service is needed, 
and with favorable consideration of the Interstate Commerce Com- 
mission permitting an increase in freight rates of the western rail- 
roads, will, I think,. enable them to render very satisfactory service 
without any change in legislation. 


A. T. Dice, president of the Philadelphia & Reading, says: 


If Congress will amend or enact legislation providing for volun- 
tary consolidations, this would undoubtedly promote consolidations. 


Wm. Sproule, president of the Southern Pacific Company, 
and H. E. Byram, receiver of the Chicago, Milwaukee & St. Paul, 
urge changes in regulation that will permit the western rail- 
roads better to meet the competition of steamships operating 
through the Panama Canal. 


HOOVER FAVORS ARBITRATION 


Answering inquiries from business men regarding the new 
federal arbitration act, the passage of which was supported by 
the Department of Commerce, and becomes effective on January 
1, 1926, Secretary Hoover declared that he believed the act rep- 
resented an important step toward elimination of business waste. 

“The information collected by the Department of Commerce 
over the last several years,” he said, “clearly showed that the 
substantial element of the American business public is over- 
whelmingly in favor of arbitration in the settlement of commer- 
cial disputes in both domestic and foreign trade. In addition it 
has the approval and support of leading members of the bar 
throughout the United States.” In the field of waste elimina- 
tion it comprises another important advance, according to the 
Secretary, and as a result, he says, he has “éncouraged every 
reasonable movement in making arbitration accessible to mer- 
chants everywhere.” 
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SOME SALT INCREASES ALLOWED 


The Commission, by division No. 3, in I. and S. No. 2499, 

salt from Ohio and West Virginia points to Ohio and Indiana 
points, mimeographed, found proposed increased rates on salt, 
carloads, from Pomeroy, O., Hartford, Mason City, Malden, 
Witcher and Dickinson, W. Va., to Cincinnati and points within 
the Cincinnati switching district justified in part; and the pro- 
posed rates on salt, carloads, from Hartford and Mason City 
to Chesapeake & Ohio stations, Fernald, O., to Bath, Ind., not 
justified. 
' Respondents proposed to increase the rates on salt from 
Pomeroy, O., and Hartford and Mason City, W. Va, to Cincin- 
nati and points within the Cincinnati switching district, from 
9.5 cents to 12 cents, and from Dickinson, Malden and Witcher, 
W. Va., to the same destinations from 11.5 cents to 12 cents; 
also to increase the rates from Hartford and Mason City to sta- 
tions on the Chesapeake & Ohio Railway, Fernald, O., to Bath, 
Ind., inclusive, from 9.5 cents to 17.5 cents. Upon protest of 
J. Q. Dickinson & Co. of Charleston, W. Va., and various other 
salt producers, the operation of the schedules was suspended 
until January 29. 

Similar changes were proposed in the intrastate rates from 
Pomeroy to Cincinnati. The schedules were suspended by the 
Public Utilities Commission of Ohio and the two proceedings 
were heard jointly. 

The rates proposed to be increased, it was shown by the 
report, were those made by the railroads to meet river competi- 
tion and that the salt producers along the Ohio river, in an effort 
to maintain themselves in the competition with the salt made 
from the stronger brines in the Great Lakes region, had had to 
have the benefit of low rates. Notwithstanding the low rates, 
the protestants said, northern salt had displaced the Ohio river 
salt in northern markets as far south as Cincinnati. The pro- 
testants said that the value of a carload of Ohio river salt was 
less than $200 for the first grade and less than $150 for the sec- 
ond grade, while, on the other hand, northern brines were avail- 
able for table and medicated salts and that a minimum value 
on northern salt, in packages, would range from $1,800 to $2,000. 
In disposing of the case the Commission said: 


We find that respondents have not justified the increased rates 
to stations on the Chesapeake & Ohio, Fernald, Ohio, to Bath, Ind., 
that, when used as a local rate to Cincinnati and points within the 
Cincinnati switching district, the proposed rate of 12 cents has been 
justified, and that, when used as a proportional rate on shipments 
moving beyond, it has not been justified. 

An order will be entered requiring cancellation of the schedules 
under suspension and discontinuing this proceeding without prejudice 
to the filing of new schedules which maintain the present rates to 
Cincinnati for application proportionally and the proposed rate of 12 
cents for application locally. 


COMMISSION SEES NO SAVING 


A plan to save on the printing bill, put forth by the Ameri- 
can Railway Express Company, was disapproved by the Com- 
mission, when, by division No. 3, in I. and S. No. 2496, express 
rates on fruits and vegetables between Mountain-Pacific and 
Eastern territories, it found not justified the proposed cancella- 
tion of commodity rates on fruits and vegetables, carloads, be- 
tween Mountain-Pacific and Eastern and Central territories. It 
ordered the suspended schedules canceled and discontinued the 
proceedings. 

In the suspended schedules, which were to have become 
effective September 1 last, the express company proposed to 
cancel commodity rates named in its I. C. C. Nos. 2156, 2161 and 
2168. The American Fruit and Vegetable Shippers’ Association 
and others protested and the schedules were suspended until 
December 30. The express company figured that by publishing 
the rates only from and to points between which carload ship- 
ments had .theretofore been made it would be able to reduce the 
number of tariffs to be distributed from 70,000 to 10,500 and 
achieve a saving of $1,660.50. In the present tariffs, commodity 
rates on fruits and vegetables, the report said, were named by 
block numbers, which included all the points of origin within 
the blocks specified. In the reissue of tariffs under suspension 
the company published rates only from those blocks in which 
carload shipments originated in 1923 and 1924 to the points to 
which such carload shipments moved, thereby materially restrict- 
ing the application of the rates, especially as to destinations. 

The express company said the change was made solely in 
the interest of economy and with no desire to increase rates. 
It expressed willingnness, the report said, to restore commodity 
rates, if the suspended schedules were permitted to become 
operative, from or to any omitted points from or to which there 
had been or was likely to be a carload movement; to restore 
any rate contained in the present tariffs on one day’s notice 
upon the request of any shipper; and to establish carload rates 
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where such rates were justified. It also expressed willingness, 
the report said, to adjust, on the Commission’s special docket, 
charges in excess of those which would accrue at the former 
rates whenever a shipment might move before there was time to 
establish the proper rate. The tariffs also containned a rule 
for the establishment of rates from or to intermediate points 
which would not exceed those in effect from or to more distant 
points. 

Among the objections to the proposed change raised by the 
protestants was that the new rates would restrict destinations 
to certain markets and points of origin to certain destinations, 
with the natural result of undue prejudice and preference as 
between jobbing points. Summing up and disposing of the case 
the Commission said: 


Protestants contend that the provisions for publishing rates from 
and to intermediate points on one day’s notice will not suffice be- 
cause it is not possible in many instances for sellers and buyers to 
anticipate where a car may be marketed. In this connection they 
show that because of the highly perishable nature of fresh fruit 
much of it is sold after the cars have been loaded and forwarded; 
that the cars are frequently diverted in transit; and that in no 
case would there be sufficient time after a car had started to move 
in a fast passenger train to arrange for the publication of a rate. 
It is also pointed out that this provision would fail if it should hap- 
pen that no rate was maintained to point in a given district or 


pom which would carry a suitable rate to a particular intermediate 
point. y : 

The tariffs now in effect are comparatively small, one comprising 
18 pages, another 9 pages, and the third 8 pages, as compared with 
16 pages in the two tariffs which would supersede them. If it should 
become necessary to publish many supplements establishing addi- 
tional rates on one day’s notice the aggregate printing would soon 
exceed the present tariffs, entailing even greater cost in printing 
and distribution than the present arrangements. 

We find that the proposed schedules have not been justified. An 
order will be entered requiring their cancellation and discontinuing 
this proceeding. 


INCREASES NOT JUSTIFIED 


The Commission, by division No. 3, in I. and S. No. 2502, 
grain products from Chicago, Joliet, Lockport and Peoria, to 
Arkansas points, mimeographed, has found not justified the pro- 
posed withdrawal of the Wabash, from participation in joint 
rates on grain products from Chicago, and the other Illinois 
points mentioned, to destinations in Arkansas, on the Missouri 
Pacific. The schedules are to be canceled and the proceeding 
discontinued. The Wabash said it desired to restore the old 
basis of making such rates—that is, on the combination basis, 
the result of General Order No. 28 having been joint rates lower 
than the combinations. The Commission said that that was no 
reason justifying proposed higher rates. The report said the 
Wabash served Chicago only and that withdrawal by it from the 
joint rates would affect Chicago only on that phase of the matter. 
But it said that disapproval of the proposal would require re- 
ductions in rates from intermediate points, ranging from two to 
four cents, so as to remove fourth section violations. It said 
the fact that the intermediate rates violated the fourth section 
was undoubtedly ‘the reason the Wabash was seeking to with- 
draw from the lower joint rate from Chicago. In disposing of 
the case the Commission said: 

As previously stated, the item under suspension will result in 
increased rates over the Wabash. The burden of justifying these 
increased rates rests upon respondents. To urge that combination 
rates are the general basis for constructing rates from points on 
the Wabash to the territory of destination is not sufficient. In fact, 
it is contrary to our frequently expressed view that the through rate 
should be somewhat less than the sum of the rates to and from an 
intermediate point. It is important to note that the Wabash is 
at no disadvantage by reason of circuity of route, and that no 
evidence has been submitted which in any way tends to indicate 


that the joint rates from Chicago to the destinations on the Mis- 
souri Pacific in Arkansas are depressed. 

We find that the proposed schedules have not been justified. 
An order will be entered requiring cancellation of the item under 
suspension and discontinuing this proceeding. 


TRANSIT STORAGE ON TEA 


The Commission, by division No. 3, in I. and S. No. 2497, 
Storage in Transit on Import Traffic, mimeographed, found the 
proposed reduction in the time limit for storage in transit of tea, 
matting, grass, matting and grass articles, and rattan furniture 
at Minnesota Transfer, Twin Cities and Duluth, from 18 to 12 
months, had not been justified as to tea, but justified as to the 
other articles. It has ordered the suspended schedules cancelled 
without prejudice to the filing of new ones reducing the time 
on all the articles and sorts of merchandise mentioned, except 
tea. On that the storage in transit period is to continue, as 
at present, for 18 months to enable the trans-continental rail- 
roads to compete, in the distribution of tea from the Pacific 
ports, with the carriers transporting tea brought into the 
country through the Atlantic ports via the Suez and Panama 
Canals. 












































































































Respondents said they proposed to reduce the storage time 
on the merchandise mentioned in accordance with the Commis- 
sion’s report on Storage-in-Transit at Minnesota Transfer, 78 
I. Cc. C. 265. In that case it condemned storage in transit in 
excess of twelve months. Tea importers using Pacific ports 
protested and procured the suspension of the schedules. They 
said they had to have 18 months in which to handle the part 
of the tea crop imported by them through the western ports. 
In disposing of the case the Commission said: 


In Storage-in-Transit Rules at Minnesota Transfer, supra, we 
quoted from our conference ruling 204 to the effect that it was 
our view that no transit privilege should extend beyond one year, 
and stated there that “only in the matter of the creosoting of 
lumber have we modified this holding.” We concluded by stating 
that we should expect all respondents to reform their tariffs to 
comply with our expression as to the proper duration of transit. 
In that case we were considering the storage-in-transit rules at 
the one point named; we said, inter alia, that the principal com- 
modities considered were common matting and rice-straw rugs, 
and that the movement of such imports as tea, toys and chinaware 
from Pacific ports through Minnesota Transfer was negligible. 
The report shows that the facts as to the storage of tea generally 
were not before us. Furthermore, we were in error in stating 
that only in the matter of creosoting lumber had we made any 
exception with respect to the one-year limit. On July 25, 1913, 
in conference we made a ruling which reads, “In conference ruling 
No. 204 of this bulletin the Commission expressed the view that 
a transit privilege extended through a period of more than one 
year is prima facie unreasonable. Experience has shown, however, 
that as applied to import shipments of matting and tea, which 
must be purchased in foreign countries in certain seasons and in 
large quantities, a transit period of 18 months is not unreasonable, 
provided full local rates to the transit point are required to 
be paid.” 

The facts in this case indicate that respondents, as well as 
protestant, would be at a disadvantage if the proposed schedules 
should go into effect. Apparently the greater disadvantage would 
fall upon respondents, inasmuch as protestant might adjust itself 
to some extent by the use of Atlantic coast ports. It is not sug- 
gested that the 18-months transit limit on tea has been or will 
be abused, and no reason appears for depriving the transcon- 
tinental carriers of the opportunity to compete for this traffic. 
Under the circumstances we affirm the ruling of July 25, 1913, that 
an 18-months storage-in-transit period on import shipments of 
tea is not unreasonable. 

We find that the proposed schedules have not been justified 
as to the transit period on tea, but have been justified as to 
the transit period on matting, grass, matting and grass articles, 
and rattan furniture. An order will be entered requiring can- 
cellation of the suspended schedules and discontinuing this pro- 
ceeding, but respondents will be expected to publish new schedules 
restricting the transit period in conformity with our findings. 


PERISHABLE FREIGHT DECISION 


The Commission, in I. and S. No. 2262, protective service 
rules on perishable freight, opinion No. 10826, 104 I. C. C. 79-100, 
has found not justified proposed changes in rules, regulations 
and practices affecting the refrigeration and handling of perish- 
able freight at points in the United States embodied in supple- 
ment No. 35 to Perishable Protective Tariff I. C. C. No. 1, the 
case in which the carriers sought to obtain compensation for 
the extra weight of ice carried by them in body icing. The 
condemnation, however, is without prejudice to the filing of new 
schedules providing for the transportation of not exceeding 7,500 
pounds of top ice at the rates named in the schedules, instead 
of only 5,000 as proposed. 


RATES ON RICE AND PRODUCTS 


In I. and S. No. 2453, rice from Arkansas, Louisiana and 
Texas to Western Trunk Line and Central territories (mimeo- 
graphed), the Commission condemned the proposed increases 
and reductions in rates on rice and rice products from points 
in Arkansas, Louisiana and Texas, and from Memphis to points 
in the territories of destination indicated, without prejudice, 
however, to the filing of schedules in accordance with views 
expressed in the report. 

The Commission said the rates proposed by the lines east 
of the Mississippi and by the Kansas City Southern and connec- 
tions, which were lower than those proposed from and to the 
same points by the west side lines other than the Kansas City 
Southern and its connections to points west thereof in general, 
had been justified, subject to the correction of admitted errors 
and except that the rates to the Missouri River groups should 
not exceed the following: From the Arkansas group and Mem- 
phis to Omaha, 59 cents; from the Lake Charles group to Omaha, 
69 cents; from the New Orleans group to Kansas City, 66.5 cents; 
and to Omaha, 72 cents over all routes. 


SCRAP IRON CASE DISMISSED 


The Commission, by division No. 3, has dismissed No. 15671, 
E. Kaner, doing business as The Wisconsin Iron & Metal Co. vs. 
Chicago, St. Paul, Minneapolis & Omaha et al., mimeographed, 
finding shipments of scrap iron, in carloads, from Superior, Wis., 
to Steelton, Minn., not misrouted. It also found the applicable 
charges collected not unreasonable or otherwise unlawful. The 
shipments were handled by the Omaha and the Duluth, Missabe 
& Northern. The minimum class D rate of 6.5 cents was col- 
lected. Later a rate of 90 cents per long ton was established. 
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The main contention was one of misrouting. The complainant, 
the report said, contended that the shipment should have been 
handled on the Omaha’s switching charge of 2 cents, the North- 
ern Pacifie’s switching charge of $2.25 per car and the Missahe’s 
per car charge of $11.50 carried in its switching tariff. The 
Commission pointed out that the 2-cent rate was limited to 
freight having a road haul. The complainant contended there 
was a road haul in the intervening distance between Missabe 
Junction and Steelton, there being switching areas at the junc- 
tion and in Steelton. The conclusion of the complainant, the 
report said, disregarded the fact that the industrial section of 
Duluth extended beyond Steelton and included that part of 
the city between Missabe Junction and Steelton. 


SUSPENDED TARIFFS 


In I. and S. No. 2568, the Commission has suspended from 
December 25 until April 24 schedules as published in supple- 
ments Nos. 12 and 13 to Chicago & North Western I. C. C. No. 
9299. The suspended schedules propose to increase the amount 
of switching charges absorbed at Laona, Wis., by the Chicago & 
North Western Railway, on traffic interchanged between the 
Chicago & North Western Railway and the Laona Northern 
Railway. The present maximum charge absorbed is $3 per car 
and the proposed is $5 per car. 

In I. and S. No. 2569, the Commission has suspended from 
December 28 until April 27 schedules as published in Boston & 
Albany I. C. C. No. 8391. The suspended schedules propose to 
increase the fifth and sixth class rates between various points 
on the Boston & Albany Railroad, on the one hand, and points 
on the New York, New Haven & Hartford Railroad and Central 
New England Railway, on the other, one-half cent per 100 
pounds, and at the same time reduce the rule 26 rates by the 
same amount. 

In I. and S. No. 2570, the Commission has suspended from 
December 24 until April 23 schedules as published in first and 
second revised pages 272 to Southern Pacific Company’s I. C. C. 
No. 4499. The suspended schedules propose to increase the 
arbitraries applicable on sugar, carloads, from Bowie, Ariz., to 
points on the Live Oak branch of the Southern Pacific Company, 
which are added to the rates to the main-line junction point 
(Bowie, Ariz.) in making through rates on that traffic from 
California coast points to the affected branch-line destinations. 
The following statement of through rates from San Francisco, 
Calif., is illustrative: 


To Solomon, Ariz., present 80, proposed 89; Globe, Ariz., pres- 
ent 85.5, proposed 94.5; Miami, Ariz., present 86.5, proposed 95.5. 


In I. and S. No. 2571, the Commission has suspended from 
December 28 until April 27 schedules as published in supple- 
ments Nos. 48 and 45 to Agent J. H. Glenn’s tariff I. C. C. No. 
A-457. The suspended schedules propose to increase the rates 
on coal tar and pitch, in carloads, from Birmingham, Ala., and 
points grouped therewith, to Greenville and Spartanburg, S. C., 
and Badin and Whitney, N. C. The following is illustrative: 


Coal tar, in carloads, from Birmingham, Ala., to Greenville, S. C., 
present 214%, proposed 23; Whitney, N. C., present 2114, proposed 28. 


In IL and S. No. 2572, the Commission has suspended from 
December 26 until April 25 schedules as published in supplement 
No. 5 to Atchison, Topeka & Santa Fe I. C. C. No. 9981. The 
suspended schedules propose to cancel switching charges ap- 
plicable between Fair Ground, Tex. (on the Gulf, Colorado & 
Santa Fe Railway), and connecting lines at Beaumont, Tex., 
thereby eliminating Fair Ground as a station on the Gulf, Colo- 
rado & Santa Fe Railway, from and to which switching would 
be performed on traffic coming from, or destined to, points on 
connecting lines. 





COTTON TO GULF PORTS 


The Commission, in effect, by reopening No. 14940, Applica- 
tion of Rates on Cotton to Gulf Ports; No. 13991, Weatherford 
Crump & Company vs. Abilene & Southern et al:; and assign- 
ing for hearing therewith, a petition of the defendants in No. 
11965, Galveston Commercial Association et al. vs. Alabama & 
Vicksburg for a modification of the order in the last mentioned 
proceeding, has instituted a general inquiry into rates on cot- 
ton to guif ports. The petition in the Galveston case is for a 
modification of the Commission’s order of February 2, 1923, so 
as to permit of a readjustment of rates now in effect to comply 
with the Commission’s findings in Rates on Cotton to Gulf 
Ports, 100 I. C. C. 159, and the order of June 23, 1925, in Nos. 
14940 and 13991. 


EXTENSION OF LINES 
The Commission has extended until December 31, 1926, the 
time within which the Jackson & Eastern Railway Company 
shall complete the extension of a line of railroad authorized in a 
certificate issued July 12, 1921. 
The Union Pacific has been authorized to construct an ex- 
tension of a line of railroad in Goshen county, Wyoming. 
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~ Proposed Reports 


PIPE AND OIL WELL SUPPLIES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Harry C. Ames in No. 
16714, S. Bender Iron and Suppy Co. vs. Kansas City Southern 
et al., and cases bracketed therewith. The other cases covered 
py the report are: Sub-No. 1, Same vs. St. Louis-Southwestern 
Railway Company et al.; Sub-No. 2, Smitherman & McDonald, 
Inc., vs. the Louisiana & North West Railroad Company; Sub- 
No. 3, Smitherman & McDonald vs. the Louisiana & North West 
Railroad Company et al.; Sub-No. 4, Woodley Petroleum Com- 
pany vs. the Louisiana & North West Railroad Company et al.; 
Sub-No. 5, Woodley Petroleum Company vs. Louisiana Railway 
& Navigation Company et al.; Sub-No. 6, Woodley Petroleum 
Company vs. the Texas & Pacific Railway Company et al.; Sub- 
No. 7, Same vs. Texas & Pacific Railway Company et al. No. 
16822, Smitherman & McDonald, Inc., vs. the Louisiana & 
North West Railroad Company et al.; Sub-No. 1, Same vs. Same; 
Sub-No. 2, V. K. F. Drilling Company vs. Louisiana & Arkansas 
Railway Company et al.; Sub-No. 3, Woodley Petroleum Com- 
pany vs. Louisiana Railway & Navigation Company et al; Sub- 
No. 4, Same vs. Missouri Pacific Railroad Company et al.; 
Sub-No. 5, Louisiana Oil Refining Corporation et al. vs. the Lou- 
isiana & North West Railroad Company et al. 

Briefly stated, the issue in these cases, Ames said, was 
whether the fifth class rates charged on shipments of iron pipe 
from points of origin other than Shreveport and Thornton, and 
the class A rates on shipments of oil well supplies, moving in 
1923, were unreasonable, and, if so, whether reparation should 
be awarded to the bases fixed by the Commission in Memphis- 
Southwestern Investigation, 77 I. C. C. 478, wherein it prescribed 
the so-called 9702 scale, the scale taking its name from the 
formal docket number of the case. He said the rates should 
be found unreasonable and reparation awarded, notwithstanding 
the fact that the rates in question were involved in the sweep- 
ing case mentioned, the carriers having relied largely upon the 
fact that they were so involved as a defense against the claim 
for reparation. 

Discovery of oil in large quantities in the Smackover field 
caused the oil industry to rush pipe and oil well supplies into 
the territory from other fields. They moved on class rates. 
The carriers claimed the movements were sporadic and that 
there was no possibility of such traffic ever again moving be- 
tween the poinnts between which it did move. 

Ames dealt with the sub-numbers as to particular shipments 
that required treatment other than the general treatment in- 
volving the application of the scale rates and reparation to that 
basis, as, for instance, in No. 16822, Sub-No. 2, he said the 
Commission should find the charges assessed not unreasonable 
because the movement, over a circuitous route, apparently, was 
made at the shipper’s direction and the charges were less than 
those which would have accrued under the 9702 scale. After 
treating a number of instances of that sort, he said the Com- 
mission should find the rates on pipe and oil well supplies, for 
the movements shown in an appendix, were unreasonable to 
the extent they exceeded the rates therein set out, minimum 
46,000 pounds, on iron pipe and casing, and 36,000 pounds on 
oil well supplies, and that the complainants were entitled to 
reparation. 

The examiner said that the principle that reparation should 
not be awarded following a general rate adjustment making both 
increases and reductions had no application in instances where 
the charges assessed on particular traffic were unreasonable 
independent of the later adjustment. He said that in this case 
the class rates and the earnings under them appeared excessive 
either when considered by themselves or in their relation to 
other rates and earnings in the same general territory. That 
being so, he said, the violation of the act resulting from their 
exaction was not excused by the mere fact that the rates, sub- 
sequently, were included in a general readjustment. 


ERROR IN ORIGINAL BILLING 


_ Examiner J. Edgar Smith has recommended the dismissal of 

No. 16691, J. D. Hollingshead Company vs. Jonesboro, Lake City 
& Eastern et al. The complaint alleged damage by reason of 
misrouting resulting in the violation of the first three sections 
of the interstate commerce law. The examiner said that at the 
hearing the proceeding was reduced to a matter of tariff inter- 
pretation only and that the allegations as to the first three sec- 
tions were abandoned. 

The complaint was brought because carriers were suing the 
complainant for undercharges. The complainant contended that 
if the routing instructions had been followed, as to seven car- 
loads of staves, shipped from Blytheville, Ark., to Jackson, Miss., 
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in I. C. C. Cases 


subsequently reconsigned to Gulfport, Miss., by the Jonesboro, 
Lake City & Eastern, the initial carrier, there would have been 
no question. 

Smith agreed with that contention but said that the mistake 
out of which the proceeding arose traced back to the point of 
origin and to the original billing. He said that under the bDill- 
ing actually made the Jonesboro line was clearly entitled to a 
line-haul and that the disregard of routing instructions, after 
that line-haul was made, was not the cause of the charges for 
which the carriers were suing. He said that when the complain- 
ant changed the destination to Gulfport, after the disregard of 
routing instructions, the higher rate to Gulfport only was ap- 
plicable because the haul to Memphis was over. Had the Jones- 
boro turned the cars over to the Frisco at Blytheville, the ex- 
aminer said, the rate claimed by the shipper would have been 
applicable. The rate claimed was collected but later under- 
charge bills were presented. 


SMALL ARMS AMMUNITION RATES 


Examiner Morris H. Konigsberg has advised the Commission 
to dismiss No. 17173, Traffic Bureau, Chamber of Commerce, 
Lynchburg, Va., vs. Baltimore & Ohio et al., and No. 17314, Same 
vs. Pennsylvania et al., on a finding that the rates on small arms 
ammunition, in less than carloads, from New York and Balti- 
more, to Lynchburg, and on brick machinery, in carloads, from 
Lancaster, Pa., to Deacon, Va., are not unreasonable or other- 
wise unlawful. The rates in question were alleged to be in vio- 
lation of the first four sections of the interstate commerce act, 
in that, among other things, they were unduly preferential to 
contiguous points. 

The crux of the small arms ammunition complaint, the ex- 
aminer said, was that on ammunition the rates were governed 
by Southern Classification. He said that while on this com- 
modity lower rates would apply if the Official Classification ap- 
plied, the record showed that in other instances lower rates 
would apply if governed by the Southern Classification. Ro- 
anoke has lower ammunition rates on account of the application 
of Official Classification to that point. The complaint alleged 
competition between the two points. The complainant asked for 
the alternative application of the two classifications so as to 
give the lower rate made by either. The situation in regard to 
brick machinery was the same. 

Obviously, said the report, in view of the fact that two gen- 
eral class rate investigations, Southern and Eastern, were afoot, 
no attempt should be made at this time, on these records, to 
adjust the seeming disparity brought about by the application 
: rates governed by the Southern instead of the Official Classi- 

cation. 


BACK-HAUL RICE CASE 


Examiner R. N. Trezise has recommended the dismissal of 
No. 15709, Lake Charles Rice Milling Company of Louisiana vs. 
Louisiana Western Railroad. Company et al., on a finding that 
rates on rough rice, carloads, from points in Louisiana to Lake 
Charles, La., reshipped as clean rice and rice products, to vari- 
ous interstate destinations, between May 20 and August 5, 1922, 
were not unreasonable, unjustly discriminatory, unduly preju- 
dicial or otherwise in violation of the act. 

When the shipments moved, Trezise said, there was a transit 
arrangement at Lake Charles which permitted the milling of 
rough rice into clean rice and reshipment under joint through 
rates applicable on clean rice from origin to final destination at 
a charge of 2.5 cents per 100 pounds. At that time this transit 
arrangement was not in effect on shipments that received a 
back-haul. Reparation was asked in this case to the basis of a 
200-mile free back-haul service. The Commission, in Lake 
Charles Rice Milling Company vs. L. W. R. R. Co., 69 I. C. C. 
508, decided June 27, 1922, awarded reparation on shipments that 
moved “since March 1, 1920,” but included only the shipments that 
moved 40 miles or less in back-haul service. Trezise said the 
peculiar character of evidence presented in the case mentioned 
to justify the establishment of a 40-mile free back-haul on rice 
was not present in the instant case to justify a 200-mile free 
back-haul. He said that departures from the provisions of the 
fourth section alleged in this case were not sufficient to support 
an award of reparation. 


COPPERAS COMPLAINT DISMISSED 


Examiner C. W. Griffin has recommended the dismissal of 
No. 16886, C. K. Williams and Company vs. Lehigh Valley et al., 
on a finding that a rate of 25.5 cents imposed on 33 carloads of 
copperas, shipped over an interstate route from Farrell to Easton, 
Pa., in the early part of 1923, was not unreasonable or otherwise 
unlawful. After the movement a rate of 21.5 cents was estab- 
lished to meet carrier competition. Griffin cited the old rule that 
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the existence of a lower rate over a route other than that of the 
movement and the subsequent establishment of the lower rate 
via the theretofore higher rated route were not sufficient, in 
themselves, to establish the unreasonableness of the prior rate. 


REPARATION ON PAPER 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner G. J. Hall, in No. 16143, 
Graham Paper Company vs. Chicago, Rock Island & Pacific et 
al., as to rates on paper and paper articles, carloads, from Ur- 
bana, O., and St. Louis, Mo., to Dallas, El Paso and San Antonio, 
Tex. He said the Commission should find the rates unreason- 
able to the extent they exceeded those established December 15, 
1922, on which date rates in consonance with those ordered in 
Minnesota & Ontario Paper Company vs. Northern Pacific, 66 I. 
C. C. 571, became operative. The rates in the big paper case be- 
came effective June 15, 1922. 


LIMA BEAN CASE BARRED 


Examiner Lawrence Satterfield has advised the Commission 
to dismiss No. 16924, Harman & Hulsey vs. Director-General, on 
‘a finding that the charges collected on a carload of dried lima 
beans, shipped from Santa Monica, Calif., to Tampa, Fla., were 
applicable, in August, 1918, when the shipment was made; and 
that a claim for misrouting was barred because not presented 
until more than one year after the end of federal control. 


SALT RATE RECOMMENDED 


In a report on No. 16834, John Morrell & Company vs. Union 
Pacific et al., Examiner Alfred S. Knowlton recommended a 
finding that rates on salt from Kansas to Sioux Falls, S. D., 
were and for the future would be unreasonable to the extent 
they exceeded 27 cents in the past and will exceed 24.5 cents 
for the future. The complaint alleged that the rates in the two 
years preceding March 7, 1925, from Kanopolis and other points 
in Kansas to Sioux Falls were unjust and unreasonable. They 
were 32.5 and 31 cents. On May 23, 1925, rates to points in 
Iowa and Minnesota were made effective in response to the de- 
cision in Salt Cases of 1923, 92 I. C. C. 388. At the same time, 
the examiner said, the railroads made a rate of 27 cents to 
Sioux Falls, minimum 45,000 pounds. On that rate he said the 
minimum car earning would be $151.50. The complainant 
thought that under the Salt Cases decision it should have a rate 
of 23 cents and asked for reparation to that basis. The de- 
fendants opposed an award of reparation on the general read- 


justment theory, but Knowlton did not deem it applicable in 
this case. 


CANNED FRUIT REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner David T. Copenhafer in 
No. 16363, Haynesville Provision Co. vs. Louisiana & North 
West et al., as to a fifth class rate of 78 cents collected on a car- 
load of canned fruit from New Orleans to Haynesville, La., over 
an interstate route, shipped in October, 1923. The examiner 
said it should be found unreasonable to the extent it exceeded 


65.5 cents, the aggregate of intermediates contemporaneously 
in effect. 


GRAIN FROM TAB, IND. 


Examiner J. P. McGrath, in No. 16865, Indianapolis Board 
of Trade et al. vs. Cleveland, Cincinnati, Chicago & St. Louis 
et al., said the Commission should find unreasonable, but not 
unjustly discriminatory or unduly prejudicial, a rate of 17.5 cents 
on grain from Tab, Ind., to Cincinnati and Louisville, to the 
extent it exceeded, exceeds or may exceed 16 cents, and award 
reparation to that basis, on grain shipped in 1923. He said the 
Commission should allow the carriers, if they desired, to limit 
the 16-cent rate to a route via Sheff, Ind. 


RECOMMENDS OPEKISKA RATES 


Examiner R. G. Taylor, in No. 16123, Canyon Coal & Coke 
Co. et al. vs. Baltimore & Ohio et al., said the Commission should 
find the rates on coal from the complainants’ mines on the Cheat 
River & Bruceton Railroad in West Virginia, to interstate des- 
tinations, unreasonable and unduly prejudicial to the extent they 
exceeded the contemporaneous Opekiska district rates except 
that to destinations to which the Fairchance district rates ex- 
ceeded the Opekiska district rates, the rates from the complain- 
ants’ mines should not exceed the contemporaneous Fairchance 
district rates, for which the complainants asked. 

The mines in question are on the independent short line 
railroad mentioned, on the basis of ten cents per net or long 
ton, as rated, over the Fairchance district, with a division of 23 
cents per ton to the Cheat Haven road. Geographically, the ex- 
_aminer said, the mines of the complainants were in the Opekiska 
district, the rates from which on long hauls were generally the 
same as from the Fairmont district, but on short hauls to the 
north were somewhat less. 

The Pittsburgh Coal Producers’ Association intervened in 
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opposition to a change of existing rate relationships and exist. 
ing territorial division and grouping of the complainants’ mines, 

Upon petition of the complainants, after service of a pro. 
posed report by the examiner, the case was reopened and fur. 
ther hearing was had. This report is based on the larger record, 


EXAMINER ADVISES DISMISSAL 


Examiner Harry C. Ames has recommended the dismissa] 
of No. 16561, Arkansas Jobbers and Manufacturers’ Association 
vs. Chicago, Rock Island & Pacific et al., on a finding that rates 
on potatoes and vegetables, from points in Colorado, Idaho, Mon- 
tana, Nebraska, Wyoming and Utah, to destinations in Arkansas 
and Louisiana are not unduly prejudicial or otherwise unlawful. 
The complaint alleged the rates, in addition to discriminating 
against the complainants, unduly preferred Little Rock, Pine 
Bluff, Helena and Memphis. The complaining points were Hot 
Springs, Prescott, DeQueen, Camden, Hope, Nashville, Waldo, 
Stephens, El Dorado, Watson, McGehee, Dermott, Arkansas City, 
Monticello, Warren, Eudora, Hamberg, Batesville, Calico Rock, 
and Cotter, Ark., Lake Providence, Oak Grove, Tallulah and 
Haynesville, La. 


SUGGESTS OKLAHOMA SCALE 


As a method for giving Superior, Neb., reasonable rates 
on grain and grain products to destinations in Kansas and Okla- 
homa, Examiner Myron Witters, in No. 16612, Superior Traffic 
Association vs. Atchison, Topeka & Santa Fe et al., recommends 
the use of the scale prescribed by the Commission in Oklahoma 
Corporation Commission vs. A. R. R. Co., 80 I. C. C. 607, for 
the making of joint rates. He said the Commission should find 
it in the public interest that the railroads should establish joint 
rates from Superior to destinations in the states mentioned to 
replace the existing combinations which he said should be 
found unreasonable. He said the prayer for the establishment 
of additional joint rates on the like commodities from points 
in Nebraska and northern Colorado to points in Kansas and 
Oklahoma, with transit at Superior, should be denied. In addi- 
tion, he said, the Commission should find the rates from north- 
ern Colorado and Nebraska to Superior, which the complainant 
desired to have replaced by joint rates, with transit privilege 
at Superior attached, were not unreasonable or in violation of 
the fourth section, as alleged. 


The complaint, in addition, alleged the rates under attack 
were unduly prejudicial in comparison with combinations main- 
tained from and to the same points through Lincoln, Neb., and 
the Missouri River cities, Omaha to Kansas City, inclusive. 

The scale to be used, the examiner said, would be found in 


the appendix, section A, of the report on that Oklahoma commis- 
sion case. 


PETITIONS FOR REHEARING, ETC. 
James C. Davis, defendant in No. 17092, Yellow Pine Com- 


pany of Philadelphia vs. Director-General, has petitioned the- 


Commission for reargument and reconsideration. 


The defendants participating in rates from Oregon and 
Washington, and defendants participating in rail-ocean-and-rail 
rates from Eastern Seaboard territory to Dallas and Fort Worth, 
Tex., have petitioned the Commission in No. 12670, Wortham- 
Carter Publishing Company et al. vs. Director-General et al., 
and No. 12651, Wortham-Carter Publishing Company et al. vs. 
Director-General et al. for reargument. 


The Lehigh Valley has petitioned the Commission, in No. 
13413, in the matter of automatic train control devices, for ex- 
tension of time within which to comply with the Commission’s 
order of January 14, 1924, to July 18, 1928. 


"ke complainant in No. 15373, Piedmont Oil Company vs. 
Alabama & Vicksburg et al, has petitioned the Commission for 
rehearing and for oral argument. 

The complainant in No. 16097, Erie Steam Shovel Company 
vs. Baltimore & Ohio et al., has petitioned the Commission for 
rehearing. 


The Erie has petitioned the Commission, in No. 13413, in the 
matter of automatic train control devices, for an extension as 
to it of the effective date of the Commission’s order of June 
13, 1922, as amended by its orders of July 18, 1924, January 5, 
1925, and July 16, 1925, and of the effective date of the Com- 
mission’s order of January 14, 1924, and of Chicago and Erie for 
relief from said order of January 14, 1924. 


The Richmond, Fredericsburg & Potomac has petitioned the 
Commission, in No. 13413, in the matter of automatic train 
control, for a postponement of the effective date of its order 
No. 13413, dated June 13, 1922, as modified with respect to it 
by the order of the Commission dated October 12, 1924; and 
further revision of the original order by order dated July 18, 
1924; and further modification of the original order with respect 
to it by the order of the Commission dated February 2, 1925, 
so as to provide that the effective date for fulfillment thereof 
shall be July 18, 1926, in lieu of July 1, 1925. 
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NICKEL PLATE MERGER 
The Trafic World Washington Bureau 


Argument in the Nickel Plate merger case was begun before 
the Commission December 28. It was arranged that counsel for 
the Nickel Plate should have nine hours for argument; counsel 
for the Chesapeake & Ohio minority stockholders, five and a 
half hours; and counsel for other interveners, three and a half 
hours, making a total of eighteen hours for argument. 

Time was assigned as follows: W. A. Colston, Nickel Plate, 
six hours; Newton D. Baker, Nickel Plate, two hours; E. E. 
Gann, Nickel Plate, exact time not specified; H. W. Anderson 
and F. B. Gay, counsel, Chesapeake & Ohio minority stockhold- 
ers, five and a half hours; W. E. Godfrey, counsel for preferred 
stockholders of Nickel Plate, 30 minutes; E. C. Bailey, counsel 
for Hocking Valley stockholders, two hours; H. S. Bird, counsel 
for A. I. Stiles, intervener, one hour. 

Argument was opened by Mr. Colston, who went into an 
explanation of the details of the unification proposal. The Van 
Sweringen brothers were not present. 

Charges made in the Hocking Valley interveners’ brief led 
Mr. Colston, in his reply brief, to say: 


Declamations against murder may arouse a rabble to the belief 
that murder has been committed, but can have no such effect in the 
forum of this Commission. 


Referring to the brief of the New York & Pennsylvania 
Railway Company, intervening short line, Mr. Colston said al- 
though the generalities discussed in that brief “ostensibly relate 
to the public’s right to protection, it is clear that what this inter- 
vener is really seeking is the enhancement of the private for- 
tunes of the private owners of that railroad.” Mr. Colston said 
the new Nickel Plate company, after the unification was effec- 
tive, would undertake, upon request of the short line, to operate 
the short line without profit or loss to the new Nickel Plate 
company; or would undertake to operate and maintain and give 
good service over the short line, the new company taking the 
net railway operating income or bearing the net railway oper- 
ating loss, as the case might be, the security holders of the 
short line to forego in such case any payment of dividends or 
interest or other rental charges. He said if the short line was 
seeking the protection of the public interest instead of enhance- 
ment of the value of its property or securities or the insurance 
of an income on its unproductive property, it had the oppor- 
tunity to demonstrate its intention in that regard by accepting 
either of the above propositions and taking the necessary steps 
to make the resulting contract effective. 

In his reply brief, Mr. Colston submitted argument in sup- 
port of the applicant’s contention that the Commission had the 
authority, under paragraph 2 of section 5 of the interstate com- 
merce act, to approve the application as one coming properly 
under that part of the law, namely, an application for authority 
for one carrier to acquire control of other carriers. 


Mr. Colston also submitted “a report and order proposed 
by applicants.” The “report and order” followed in detail the 
form of the Commission’s reports and orders in such cases.” 
The “report” reviewed the testimony, expressed the views of 
the Commission, and the “order” authorized the applicants to 
do what they asked authority to do in their applications. 


“This is the rawest proposition I have ever seen put up,” 
said H. W. Anderson, counsel for the Chesapeake & Ohio pro- 
testing stockholders, in opening his attack on the Nickel Plate 
application. 

Mr. Anderson prefaced this declaration with an explanation 
that he had been identified with railroad activities for a number 
of years. He elaborated on his original characterization of the 
Van Sweringen unification plan by saying that it was the rawest 
proposition ever put up to the stockholders of any corporation. 

Railway managements generally were commended for their 
efficiency by Mr. Anderson, but, he said, that behind these man- 
agements was one of the most sinister forces that ever existed 
in the industrial life of the nation. He said he referred to the 
promotor, the banker and the syndicate, who, he said, were 
interested not in what they could make out of the railroads as 
transportation agencies but in what “they can get out of them.” 

Mr. Anderson asserted that the great evil of banker and 
promoter control of railroad properties was illustrated in the 
Nickel Plate case. He dwelt on the transportation act and said 
it was passed by Congress to prevent such domination of the 
railroad properties. He said the domination he spoke of would 
destroy the transportation systems of the country for private 
gain. He said if it could not be stopped by the regulation pro- 
vided by the transportation act, the only alternative was govern- 
ment ownership and operation, objectionable as that would be. 

Referring to a question asked by Commissioner Hall as to 
how the unification proposed by the application could be a 
consolidation, Mr. Anderson said a consolidation was a transfer 
of properties through exchange of securities, and that the con- 
stituent companies might or might not remain in existence. 
He said it was idle to say that what was proposed was not 
a consolidation in view of the fact that the leases were to run 
for 999 years. 
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Mr. Anderson said he assumed the Commission would not 
approve a corrupt or inequitable proposal. He attacked as void 
the contracts under which the C. & O. and Hocking Valley 
properties would be leased to the new Nickel Plate because they 
were executed by interlocking directors. He said the Supreme 
Court had held again and again that such contracts were not 
binding. 

The charge was made by Mr. Anderson that the proposed 
plan was not in the public interest from the standpoint of im- 
proved transportation service. He said there was no natural 
relation between the Chesapeake & Ohio and the other lines. 
He said the proposal violated the Commission’s tentative consoli- 
dation plan. Mr. Anderson said that, because of the limited 
time he had, he could only strike at the “high points.” 

Before Mr. Anderson began his argument, F. B. Gay, of 
counsel for the C. & O. protestants, discussed the question of 
whether or not what was proposed was a consolidation, con- 
tending that a consolidation was proposed. So far as the Ches- 
apeake & Ohio and Hocking Valley properties were concerned, 
he said, the application was not legally before the Commission 
because of interlocking directors having contracted among them- 
selves to lease the properties to the new Nickel Plate company. 

Mr. Gay devoted considerable time to arguing that the 
Chesapeake & Ohio would contribute more than any of the 
four other roads to the earning power and current assets of the 
proposed new company. 


“Who is going to put up the money to operate this prop- 
erty?” he asked, the inference being left that the C. & O. would 
put up the money for the new company. He said the C. & O. 
would contribute 70 per cent of the current assets of the five 
roads involved. He spoke of the excellent physical condition 
of the C. & O., the large volume of traffic it originated, and of 
the inadequate terms offered for the stock of the C. & O. He 
said the Van Sweringens, by arranging for perpetuation of their 
voting control over the five companies, had made the boldest 
stroke ever struck in financial history. He asserted that when 
the commissioners read the record in the case, “you'll find out 
enough about the plan to know it is not in the public interest.” 

A total profit of $102,635,111 will be made by the Nickel 
Plate-Van Sweringen interests as a result of the Nickel Plate 
merger plan, Mr. Anderson declared in closing his argument 
December 30. He reviewed testimony given in the hearings in 
support of this estimate of profit. Mr. Anderson charged that 
profits aggregating $35,600,000 were results of “pure manipula- 
tions of: the railroads and of property purchased by or created 
with money of the railroads from the treasury of the railroads 
to the Van Sweringens.” He said the major part of the re- 
maining profits were derived through the Nickel Plate which, 
he said, did not show any increase in business or additional 
transportation service rendered under the Van Sweringen 
management. He said that, “as usual, the public pays,” and 
that the profits were manipulated into the pockets of promoters 
and bankers. He said the plan provided no new road or facilities, 
and no new capital, but proposed an immediate increase in 
dividends of $6,700,000 a year. 


“If it be in the public interest that the public should pay 
tribute of millions, the product of their toil, to the promoters 
who gain control of our railroads by the means disclosed in 
this record, and to the bankers behind them, then this thing is 
in the public interest,” said he. “Otherwise it is not.” 

In conclusion, Mr. Anderson said: 


This Commission has had occasion in numerous instances to 
investigate the financial wreckage of one after another of our great 
railroad systems. In nearly every instance it has pointed out that 
these wreckages have been brought about by syndicate manipulations 
of bankers and insiders who have been blind to their obligations to 
the public and security holders in the face of a mad desire for gain. 
In several of these cases, and notably in the Pere Marquette investi- 
gation (44 I. C. C. 222, 223) the Commission warned minority stock- 
holders to take steps in advance to prevent these violations of their 
rights, and appealed to Congress to give to the Commission power to 
prevent these wrongs through control of the financial operations of 
the railroads. That power has now been given to the Commission. 
The minority stockholders are here appealing for its exercise in their 
behalf. If this scheme is to have the affirmative approval of the 
Commission, the power is an empty thing, and the stamp of failure 
is put upon railroad regulation in America. For, why regulate rates 
which the people must pay, the price which labor may receive, and 
every detail of railroad operation and accounts, if the promoters and 
bankers in control of railroads are left free to manipulate them at 
will for their own profit? It is futile to stop the rat holes and leave 
the crib door open to a privileged class to go in when they please 
and take out what they please under the cover of meaningless gen- 
eralities about ‘‘constructive service.” 


I have been told almost daily for months past by men high 
in the political and financial world, who should know better, that I 
have been engaged in a hopeless task; that this plan, however bad, 
was backed by political and financial interests so powerful that 
opposition, however well-founded, would prove ineffective. I refuse 
to believe it. I recognize the power of these interests, but I also 
have an abiding faith that this Commission and the courts of this 
land will exercise the functions and discharge the duties imposed 
upon them by law with an independent disregard of these forces, 
however powerful; that in their eyes the rights of any citizen, and of 
the toiling millions who cannot protect their own rights, are far 
more potent that the desire of any interest, political or financial, 
however great or powerful it may be. I shall cling to this faith, for 
when I lose it I shall also lose hope for the future welfare and 
security of my country. 
In any event this is not my responsibility. I believe that this 


































































18 THE TRAFFIC WORLD 


plan is illegal, that it is grossly unjust, that it violates the spirit and 
intent, as well as the provisions of the Transportation Act; that it 
is opposed to the public interest and if approved it cannot fail to 
have a disastrous effect upon the entire transportation interest of 
America. I have endeavored to show this, I hope with consideration 
for the rights and feelings of everyone concerned, but in any event 
without fear of any interest, political or financial. Having dis- 
charged this duty I can only leave the responsibility of decision with 
the Commission, where it is placed by law. 


Following Mr. Anderson, argument was made by A. I. Stiles, 
and E. C. Bailey, appearing for Hocking Valley protesting stock- 
holders, and Moultrie Hitt, counsel for the New York & Pennsyl- 
vania Railway Company. 

Commissioner Woodlock, who said when he was appointed to 
the Commission that he would not participate in the Nickel 
Plate case, did not sit with the Commission at the argument. 


FINAL VALUATIONS 


The Commission, in valuation docket No. 270, opinion No. 
B-125, 103 I. C. C. 573-82, has found the final value, for rate- 
making purposes, of the property of the Hillsboro and North- 
eastern Railway Company, owned and used for common carrier 
purposes, as of June 30, 1917, to be $103,895. The corporation 
owns a road extending from Union Center to Hillsboro, Wis., a 
distance of about 5.5 miles. No protest was filed against the 
tentative valuation. 

In valuation docket No. 322, opinion No. B-127, 103 I. C. C. 
593-600, the Commission has found the final value of the prop- 
erty of the Joliet Union Depot Company, for rate-making pur- 
poses, owned and used for common carrier purposes, as of June 
30, 1917, to be $391,270. The company owns a union station at 
Joliet, Ill. No protest was filed against the tentative valuation. 

In valuation docket No. 274, opinion No. B-129, 103 I. C. C. 
611-19, the Commission has found the final value of the property 
of the little River Railroad Company, for rate-making purposes 
and owned and used for common carrier purposes, as of June 30, 
1916, to be $191,961; and of property owned but not used, $35,000. 
The company operates a railroad extending from Walland to 
Forks, Tenn., of which a little more than eight miles are owned 
and used and a little more than three miles are owned and 
leased to the proprietary interest, the Little River Lumber Com- 
pany. No protest against the tentative valuation was filed. 

The Commission, in valuation docket No. 266, opinion No. 
B-131, 103 I. C. C. 629-33, has found the final value, for rate- 
making purposes, of the property of the Beaver, Meade & Engle- 
wood Railroad Company, owned and used for common carrier 
purposes, as of June 30, 1918, to be $75,000. The company owns 
and operates a road from Beaver to Forgan, Okla., a distance of 
a little more than 6.6 miles. No protest was made against the 
tentative valuation. 

The Commission, in valuation docket No. 385, opinion No. 
B-141, 103 I. C. C. 7131-42, has found the final value of the prop- 
erty of the Hanover Railway Company, for rate-making pur- 
poses, owned and used for common carrier purposes, as of June 
30, 1916, to be $35,182. The company owns and operates a rail- 
road from North Hanover to Hanover, Ill., a distance of a little 
more than 2.5 miles. No protest was filed against the tentative 
valuation. 

The Commission, in valuation docket No. 315, opinion No. 
B-133, 103 I. C. C. 643-8, has found the final value, for rate-mak- 
ing purposes, of the property of the Lexington Union Station 
Company, owned and used for common carrier purposes, as of 
June 30, 1917, to be $776,498. The company owns and operates 
a union station at Lexington, Ky. No protest was filed against 
the tentative valuation. 

In valuation docket No. 252, opinion No. B-134, 103 I. C. C. 
649-57, the Commission has found the final value, for rate-mak- 
ing purposes, of the property of the Manistee & Repton Railroad 
Company, Inc., owned and used for common carrier purposes, 
as of June 30, 1917, to be $75,000, and used but not owned, 
$42,500. The company owns and operates a railroad from Luf- 
kin to Manistee, from Allene to Monroeville and from Conoly to 
Excel, all in Alabama, about 20 miles long. No protest was filed 
against the tentative valuation. 

The Commission, in valuation docket No. 175, opinion No. 
B-130, 103 I. C. C. 620-8, has found the final value, for rate- 
making purposes, of the property of the L’Anguille River Rail- 
way Company, owned and used for common carrier purposes, as 
of June 30, 1918, to be $12,500, and of property used but not 
owned, $4,038. The company owns and operates a railroad in 
Arkansas a little more than a mile long. No protest was filed 
against the tentative valuation. 

In valuation docket No. 67, opinion No. B-132, 103 I. C. C. 
634-42, the Commission has found the final value, for rate-mak- 
ing purposes, of the property of the Kennebec Central Railroad 
Company, owned and used for common carrier purposes, as of 
June 30, 1916, to be $70,700. The company owns and operates a 
narrow gauge railroad from Randolph to National Soldiers Home, 
Me., a little more than five miles long. No protest was filed 
against the tentative valuation. 

The Commission, in valuation docket No. 284, opinion No. 
B-139, 103 I. C. C. 697-706, has found the final value, for rate- 
making purposes, of the property of the Marinette, Tomahawk & 
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Western Railroad Company, owned and used for common ear- 
rier purposes, as of June 30, 1917, to be $283,720, used but not 
owned, $21, and owned but not used, $160,000. The company 
owns and operates a railroad from Tomahawk to Bradley and 
Spirit Falls, Wis., a distance of a little more than 23 miles. It 
owns but does not use nearly 20 miles of road from Tomahawk 
to Harrison and Grundy, Wis., together with a.little more than 
two miles of yard tracks and sidings which it leases to the 
Tomahawk & Eastern. No protest was filed against the tenta- 
tive valuation. 

In valuation docket No. 242, opinion No. B-185, 103 I. C. C. 
658-666, the Commission has found the final value of the prop- 
erty of the Magma Railroad Company, for rate-making purposes, 
owned and used for common carrier purposes, as of June 30, 
1917, to be $319,560. The company owns and operates a narrow 
gauge road extending from Magma to Superior, Ariz., a distance 
of something less than 31 miles. No protest was filed against 
the tentative valuation. 


SALT LAKE VALUATION CASE 


Commenting on the decision of the California court in the 
Los Angeles and Salt Lake valuation case (see Traffic World, 
December 19, p. 1472), Eugene W. Reed, special valuation coun- 
sel of the National Association of Railroad and Utilities Com- 
missioners, says: 


There does not seem to be any denial of the fact that the value 
to be found by the Commission is the value upon which rates shall 
be based, but it is asserted that the statutes, or the law of the land, 
do not permit the finding of more than one kind of value, and that 
is the value of the property for all purposes. The court would not 
make a distinction between the value of the property for sale, where 
the owner loses the opportunity to continue to receive returns from 


vw 9 entrprise, or a rate case, where the owner does not lose that 
right. 
’ Many eminent lawyers believe that the conclusion of the court 
on this point is not in accord. with decisions of the United States 
Supreme Court. An appeal will bring the question squarely before 
that court. The opinion is freely expressed that the federal court 
will not be sustained, but if it should be sustained, it may become 
necessary for the Commission to revise its valuation of all the rail- 
roads. Should that be done on the basis of the independent economic 
value of each railroad company, a great many of them may be 
assigned a value much less than the reproduction less depreciation 
value of their physical property. 

Preparation is being made by the Interstate Commerce Commis- 


sion to appeal the case to United States Supreme Court and endeavor 
to have it advanced to an early hearing. 


COMMISSION ORDERS 


The Commission has denied the petition of November 19, 
1925, of carriers’ parties to Leland’s I. C. C. 1773, for a modifica- 
tion of Fourth Section Order 9217, sufficient justification not 
having been shown. 

The Traffic Bureau of the Sioux Falls Chamber of Commerce, 
Mitchell, South Dakota, Chamber of Commerce and Watertown, 
South Dakota, Chamber of Commerce, have been permitted to 
intervene in No. 16827, Commercial Club of Fargo, North Da- 
kota, et al. vs. Great Northern et al., and No. 16956 (and Sub. 
No. 1), Grand Forks Commercial Club vs. Great Northern et al. 

The Commission has reopened Finance No. 3197, construc- 
tion of line by Waco, Beaumont, Trinity & Sabine Railway, for 
further hearing at a time and place to be fixed. 


UNCONTESTED FINANCE CASES 


The Chicago & North Western has been authorized to pro- 
cure authentication and delivery of $2,375,000 of general mort- 
gage 5 per cent gold bonds of 1987, to be held by the company 
until further order of the Commission. 

The Chicago & North Western has been authorized to aban- 
don a branch line in Grant county, Wisconsin. 

The Roanoke Railway Company has been authorized to 
abandon its railroad in Brunswick county, Virginia, and North- 
ampton and Halifax counties, North Carolina. 

The Reader Railroad has been authorized to issue not ex- 
ceeding $325,600 of common capital stock, consisting of 3,256 
shares of the par value of $100 each. 


FINANCE APPLICATIONS 


W. H. Bremner, as receiver of the Minneapolis & St. Louis, 
has applied for authority to issue $200,000 of receiver’s certifi- 
cates of indebtedness in renewal of an obligation for a _ like 
amount now outstanding. 

In an amended application the Arizona Eastern has with- 
drawn that part of a previous application asking authority to 
issue bonds in the amount of $2,814,161.30, and has repeated its 
request for authority to issue bonds to the amount of $13,077,000 
on account of capitalizable expenditures. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
October, 1925, shows a total of 262,339 cars reported, with an 
average detention of 1.60 days, 85.4 per cent of cars released on 
free time, and $145,690 demurrage assessed, as against the 
following figures for October, 1924: 257,834; 1.55; -86.5; $133,434. 






Jani 


ship 
grol 





oO. 1 


Car- 
, hot 
Dany 

and 
. it 
awk 
than 

the 
Nta- 


ToOp- 
Ses, 

30, 
TOW 
ince 
inst 


the 
rid, 
un- 
om- 


alue 
hall 
and, 
that 

not 
1ere 
rom 
chat 


urt 
ites 
fore 
urt 
yme 
ail- 
mic 


‘ion 


1is- 
vor 


1ot 


oe 
6 


ES “Vv 








January 2, 1926 


REDUCED RATES IN THE SOUTH 


A hint that there will be a concerted effort by southern 
shippers to obtain a reduced level of rates in the South, on the 
ground that roads in the southern group are earning more than 
the adequate rate of return prescribed by the law and the Com- 
mission, is contained in correspondence between the Southern 
Traffic League and executives of southern railroads. 

Under date of Sept. 14, 1925, W. M. Caskie, executive secre- 
tary of the Southern Traffic League, wrote to the chief execu- 
tives of all class one carriers in the southern region as follows: 


At a meeting of the board of governors of this organization 
held in Atlanta, Ga., on the 9th inst., a motion was unanimously 
adopted instructing me to bring to your attention the following: 

First: That the carriers in this region are now and have been 
for several years earning a_ net railway operating income (before 
deducting Federal Income Taxes) in the aggregate in excess of 
5.75 per cent fixed as a fair rate of return by the Commission in 
Reduced Rates of 1922 on the basis of the tentative valuation fixed 
— Commission in Ex Parte 74, plus net additions since January, 
920. 

Second: That notwithstanding the splendid financial condition 
of Southern carriers their traffic officers through their rate com- 
mittees have been for sometime and are now engaged in revising 
generally the entire freight rate structure into, out of and between 
points in the south, in which it is the declared purpose of the car- 
riers to simply eliminate all Fourth Section Departures and place 
intrastate and interstate rates on the same level but.that in all 
such proposed revisions a rerating of the tonnage involved under 
the proposed rates of the carriers substantial increases in revenues 
are invariably shown. 

Third: That since the Southern Carriers have for sometime and 
now are earning a net railway operating income in excess of the 
fair rate of return fixed by the Interstate Commerce Commission 
further increases in such net rail operating income through the 
process of the general revision now taking place is unwarranted 
and unjustifiable and results in imposing a burden upon southern 
industry which in the end will react unfavorably towards the car- 
riers and create public sentiment which will crystallize in a de- 
mand for a general reduction of all rates in this territory. 

I was instructed to impress upon the executive officers of 
Southern lines the necessity of having their various rate committees 
modify their previously conceived rate scales and adjustments now 
pending before the state commissions and the Interstate Commerce 
Commission so that the revisions in the future will be downward 
and not upward. 

It is appreciated that when the general scheme of rate revision 
evolved by Southern carriers was first prepared and presented to 
the southern state commissions and the Interstate Commerce Com- 
mission (as well as the shipping public) in 1920 and 1921 the financial 
condition of Southern carriers was not nearly so favorable as now 
and that the general adjustment that apparently was required in 
1920 and 1921 to yield the fair rate of return does not lend itself 
to the present situation or the financial condition of Southern car- 
riers which has steadily improved since 1921, as shown by state- 
ments of the carriers during the years 1922, 1923, 1924 and thus 
far in 1925. 

That the present and prospective financial condition of the 
Southern carriers imperatively requires that the scales of rates and 
the proposed revisions in their entirety be modified and reduced 
downward sufficiently to avoid any further increases in Southern 
carriers revenues in the aggregate. Modifications in the carriers 
proposed adjustments should be such as to reduce the present net 
railway operating income so as to yield no more in the aggregate 
than an amount sufficient to produce an annual rate of return 
of 5.75 per cent on the tentative valuation fixed by the Interstate 
Commerce Commission in Ex Parte 74 plus net additions made subse- 
quent thereto before deducting federal income taxes. The Commis- 
sion said in Reduced Rates of 1922, that the fair rate of return therein 
prescribed of 5.75 per cent should be arrived at before and not after 
deducting federal income taxes. 


_ There does not appear at this time to be any widespread demand 
in this territory for a horizontal reduction in the freight rate struc- 
ture. Indeed on the contrary it is the earnest desire of the organized 
shipping interests of the south, as reflected through this organization, 
for the carriers to earn at all times a net railway operating income 
sufficient to yield the fair rate of return fixed by the Commission 
pursuant to the transportation act on the basis of valuation pre- 
scribed by the Commission plus such net additions and improve- 
ments as have been made since January 1, 1920, but our officers 
and board of governors are fearful that the insistent demand for 
further increases in rates and revenues by the committees of the 
carriers having in charge the revision of the rates in this territory 
will sooner or later produce an irresistible demand for a general 
reduction in the entire rate structure. We expect your cooperation 
in seeing to it that such a consequential result does not come. 

The present prosperity of Southern carriers has been a source of 
genuine gratification to the shippers in this section. We realize and 
appreciate that if we are to be accorded efficient service the carriers 
must earn a fair income but because this situation is, we believe, in 
jeopardy, I was instructed to wire you in a friendly spirit of co- 
operation along the above lines. - 

Trusting that immediate steps will be taken to instruct traffic 
officers and their committees to modify their proposed rate revision 
now pending before the southern state commissions and the Inter- 
state Commerce Commission and assuring you that we will be happy 
at all times to cooperate with you in all matters of mutual interest. 


Lincoln Green, assistant to the president of the Southern 
Railway, replied to Mr. Caskie as follows: 


I have before me a letter from you dated September 14 addressed 
to “Executives of Southern Carriers,’’ in which you make a sweeping 
charge to the effect, in substance, that in the process of revision 
of rates requiring long and short haul observance, the traffic de- 
partments of the railways of the south are seeking to increase 
revenues of such carriers by increasing the level of rates. 


In so far as this statement relates to the purpose of the carriers. 


to seek increases in revenues by increasing rates except as these 
revisions compel an elevation of unreasonably low rates, the state- 
ment has no foundation in fact, and I think we may fairly ask you 
for particulars. Our underlying policy, touching these revisions 
imposed upon us, is merely to preserve revenues in the aggregate. 


Mr. Caskie replied to Mr. Green as follows: 
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I am in receipt of your favor of the 23rd inst., which doubtless 
was intended as Mr. Harrison’s reply to our letter of the 14th inst. 
While I regret very much that the tone of your letter is in 
contrast with the spirit and broad purpose of our communication, 
it will be referred to our board of governors who, in due time, will 
abundantly supply you with the particulars which you request. 


W. L. Mapother, president of the Louisville and Nashville 
junder date of Sept. 25, replied to Mr. Caskie’s letter as follows: 


I am in receipt of copy of your circular letter of the 14th in- 
stant, addressed to the executive officers of the southern railroad 
carriers, calling upon them to direct the traffic officers to reduce 
the scales of rates that have been submitted for approval in various 
pending proceedings before state railroad commissions and the In- 
terstate Commerce Commission. 

The premises or reasons given for your letter are that the 
proposed rate revisions will result in substantial increases in reve- 
nues, and that the southern group of carriers, as a whole, are, and 
have been for several years, earning an aggregate net railway op- 
erating revenue in excess of 5.75 per cent of the aggregate value 
of their railway property. From these premises you draw the con- 
clusion that further increases in such income will result in demands 
for a general rate reduction. Investigation develops, however, that 
these promises are erroneous. 

It is not a fact that the southern group of carriers, as a whole, 
have earned an aggregate net railway operating revenue in excess 
of 5.75 per cent of the aggregate value of the railway property of 
those carriers during any calendar year since 1920. In arriving at 
the net railway operating income, the railway tax accruals, including 
federal income taxes, were, and are, properly treated as an operating 
charge and deducted from gross revenues, this being in accordance 
with the Interstate Commerce Commission’s system of accounts, and 
with recent rulings of the Supreme Court (58 I. C. C. 683; 258 U. S. 398; 
262 U. S. 625). Hence, your suggestion to the contrary indicates that you 
have been erroneously informed. Neither does the present or pros- 
pective financial condition of the southern carriers justify reductions in 
revenues—although they are threatened with very serious losses in 
some of the Commission proceedings now pending, notably, in the 
southern class rate investigation, and in the complaint filed by the 
Capital Grain & Feed Company against the measure of the grain rates 
from the west to Montgomery, which reduction, if accorded, cannot be 
limited to the single destination of Montgomery. 

From the report that has been presented to me, it seems not 
correct to say that there has been, or is, any ‘insistent demand for 
further increases in rates and revenues” on the part of the southern 
carriers; and, I am advised by the traffic department, after an ex- 
amination of the records, that the charge in your letter to the effect 
that ‘“‘substantial increases in revenues are invariably shown’’ when- 
ever the scales of rates which the carriers have submitted for ap- 
proval to state or federal commissions are subjected to a test, can- 
not be substantiated; that, on the contrary, the tests have indicated, 
in most instances, that the revenues, under the rates that have 
been proposed, will be practically equalized, or reduced to some ex- 
tent. Nor is it true, as the league apparently understands, that the 
carriers’ proposed scales are based on 1920 or 1921 rates or con- 
ditions—they have been equalized in all cases (by a 10 per cent re- 
duction or otherwise) to existing rate levels and conditions. 

am advised that, in the fertilizer case, there has been pro- 
posed to the Interstate Commerce Commission the adoption uni- 
versally throughout the south of a scale of rates previously pre- 
scribed by that Commission, and that this produces an increase in 
the general level of the revenue from the fertilizer traffic; but, that 
the reason for this was because of the very substantial encroach- 
ments made on the older level of revenue by the South Carolina, 
Georgia and Alabama state commissions, and because it was felt that 
the scale of rates asked for represented a general level of interstate 
and intrastate revenue that had been fixed as a reasonable level by the 
Interstate Commerce Commission after several examinations into 
the fertilizer rate situation. 

To me it appears rather an extraordinary thing that the level 
of revenue should be measured by taking into account, in de- 
termining the average, any unreasonably low rates that may have 
been fixed by the state commissions. The carriers are entitled, under 
federal law, to a reasonable return, yet it is readily conceivable that 
this object could be easily defeated if there must necessarily be 
taken into account other than fair and just rates fixed by the state 
commissions, in determining the average revenue. 

Further, according to advice furnished me, it cannot be shown 
that the Interstate Commerce Commission or the state commissions 
have heretofore authorized rate scales, in connection with the gen- 
eral revision now in progress, that have resulted in any material 
advances in revenues, nor, in common sense, it is very likely that 
they will—these bodies will, in no case, authorize unreasonably high 
rates. And, as no important revision of rates on any commodity 
can be made without the approval of the regulating bodies, it is 
hardly possible that ‘an irresistible demand for a general reduction 
in the entire rate structure’’ will be produced by the establishment, 
with the sanction of the federal and state railroad commissions, of 
just, reasonable and non-discriminatory freight rates. 

I recognize the desirability of keeping freight rates on the lowest 
consistent plane, commensurate with the proper and adequate main- 
tenance of the transportation system, and it will not be the purpose 
of the traffic officers of this company, therefore, to take any action 
which will be violative of this principle. And, I believe that the 
shipping public, when they have full information, will endorse the 
same principle and will not insist upon unduly low rates generally, 
or as concerns the rates on specific commodities, as to be prejudicial 
to the whole of the rate fabric. 


To this letter Mr. Caskie replied as follows: 


Your letter of the 25th inst., in response to ours of the 14th 
inst., has been duly received, re with a great deal of interest, and 
will be considered by our board of governors at its forthcoming 
meeting in Washington sometime in October. 

feel quite sure that after your communication has received 
the careful consideration of our board of governors an earnest effort 
will be made to reconcile the differences of viewpoint prevailing 
and the league continue its efforts along cooperative lines. 


Again, under date of November 17, Mr. Caskie and other 
League officers wrote to Mr. Mapother as follows: 


At a meeting of our membership held in Atlanta on October 
26th and 27th, your letter of Sept. 25 addressed to our executive 
secretary in reply to the communication he was directed to send 
you under date of Sept. 14, was read and carefully considered. 

You state in substance that there is no foundation in fact for 





















































































































































the basis upon which we predicated our appeal to the executive 
officers of Southern carriers. If you are correct then our original 
communication was without merit and it would be futile to pursue 
the matter further, but we were acting under the assumption that 
you were familiar with the same facts which we possessed and upon 
which our communication was based. The facts are as our executive 
secretary stated them, but like all such facts they can be employed 
in arriving at conflicting conclusions. 

There is contained in our executive secretary’s letter of Sept. 
14, the following: 

“That the carriers in this region are now and have been for 
several years earning a net railway operating income (before de- 
ducting federal income taxes) in the aggregate in excess of 5.75 
per cent fixed as a fair rate of return by the Commission in Re- 
duced Rates of 1922 on the basis of the tentative valuation fixed 
by the Commission in Ex Parte 74, plus net additions since January, 
1920.” 

You challenge the above statement and in substantiation of the 
correctness thereof we invite your attention to the attached state- 
ment which shows that for the calendar years ended December 31, 
1922, 1923 and 1924, as well as thus far in 1925, the Class I Carriers 
in the southern region have earned a return on tentative valuation 
(plus net additions since Jan., 1920), before deducting federal income 
taxes something in excess of 5.75 per cent fixed as fair rate of re- 
turn by the Interstate Commerce Commission pursuant to the 
transportation act of 1920 ini Reduced Rates, 1922. 

Your attention is further directed to the fact that the rate of 
return on tentative valuation (plus net addition since 1920) after de- 
ducting federal income taxes for the years of 1923, 1924 and thus 
far in 1925 has been in excess of the 5.75 per cent rate of return 
fixed by the Commission in Reduced Rates of 1922. 

The figures shown on the attached statement were all taken 
from statements prepared by the bureau of railway economics, an 
organization maintained by the carriers in Washington. 

Since the Bureau of Railway Economics in 1924 discontinued 
showing tentative valuation plus net additions since Jan. Ist, 1920, 
and reverted to the old method of showing the return based upon 
the property investment account of the carriers it was necessary for 
us in order to arrive at a liberal estimate of the tentative valuation 
plus net additions since January ist, 1920, as of January 31st, 1924, 
to inflate the tentative valuation figures as of January 31, 1923, the 
same amount as the Bureau of Railway Economics showed that the 
property investment account as of January 31st, 1924, exceeded the 
property investment account as of January 3lst, 1923. 

The attached statement is susceptible to this criticism: In order 
to arrive at the net railway operating income. before deducting 
Federal Income Taxes, it was necessary to take the net railway 
operating income as shown by the carriers after deducting Federal 
Income Taxes and consider it as representing seven-eighths of such 
net railway operating income before deducting Federal Income Taxes 
—the Federal Income Taxes representing 12% per cent of the net rail- 
way operating income which was equivalent to one-eighth. 


We note your statement to the effect that the Federal Income 
Taxes are properly deducted before arriving at the fair rate of re- 
turn of 5% per cent as prescribed by the Interstate Commerce Com- 
mission. We are familiar with the Court Decisions to which you 
refer, but you have doubtless overlooked the following quoted from 
page 683 of the Commission’s decision in Reduced Rates of 1922: 

“Under our system of accounts all charges to the account ‘rail- 
way tax accruals’ are deducted from railway operating revenues be- 
fore arriving at railway operating income, and all State and Federal 
taxes, income or other, relating to carriers’ railway property, opera- 
tions, and privileges, are charged to that account. This method of 
accounting was recently sanctioned by the Supreme Court of the 
United States in Galveston Electric Co. vs. City of Galveston, supra. 
As indicated by the Court, the net income under this accounting 
procedure is to the stockholder a tax-exempt income and this fact 
should be considered in determining what return shall be deemed 
fair. 

“The railway operating income, increased or diminished, as the 
case may be, by the credit or debit balances in the accounts known 
as equipment rents and joint-facility rents, becomes net railway 
operating income, the amount of which is less than it otherwise 
would be by the amount of income tax accrued or paid. The term 
‘net railway operating income’ is defined in paragraph (1) of section 
15a. Under paragraph (3), above quoted, rates are to be so adjusted 
that carriers as a whole or in designated rate groups will earn an 
aggregate net railway operating income equal, as nearly as may be, 
to a fair return. If this were realized in any instance the carrier 
would receive that return over and above all taxes, including the 
Federal tax on income, and if the fair return as determined and 
made public by us was 6 per cent the carrier would hold that return 
“tax free’ in the sense that after payment of its income tax it would 
still have left the 6 per cent. 


‘Railway corporations, like all others, are subject to income taxes 
which, since January 1, 1922, amount to 12.5 per cent on their net 
income less deductions computed as provided in the income tax law, 
42 Stat. L. 277. In our view railway corporations should, like other 
corporations, pay their Federal income taxes out of the income, 
rather than collect it, in effect, from the public in the form of 
transportation charges adjusted to enable it to retain the designated 
fair return over and above the tax. We may observe that a fair 
return of 5.75 per cent, representing an aggregate annual net rail- 
way operating income arrived at after deducting, among other things, 
the Federal income tax on a return of 6 per cent, would be approxi- 
mately the equivalent of a fair return of 6 per cent, out of which 
the Federal income tax was payable.” 

It is apparent from the above that the Commission in exercising 
its right to fix a “fair” rate of return for the carriers took into 
consideration the matter of Federal Income Taxes and prescribed a 
rate of return of 5% per cent, stating at the same time that it was 
its view that railway corporations should (like other corporations) 
pay their Federal Income Taxes out of the income rather than collect 
it in effect from the public in the form of transportation charges 
se to enable it to retain the designated return over and above 
the tax. 

The Commission further observed that a ‘Fair’? return of 5% 
per cent representing an aggregate annual net railway operating in- 
come arrived at after deducting among other things, the Federal In- 
come Taxes on a return of 6 per cent would be the equivalent of 
a fair return of six per cent out of which the Federal Income Taxes 
were payable. 

It follows from the above that the basis of our statements, as 
set forth in Executive Secretary’s letter of Sept. 14th, will be found 
by reference to the reports of the Bureau of Railway Economics and 
decisions of the Interstate Commerce Commission. 

There further appears in our Executive Secretary’s letter of 
Sept. 14th, the following: 

“That notwithstanding the splendid financial condition of South- 
ern carriers their traffic officers through their rate committees have 
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been for some time and are now engaged in revising generally the 
entire freight rate structure into, out of and between points in the 
South, in which it is the declared purpose of the carriers to simpl) 
eliminate al! Fourth Section Departures and place intrastate and in- 
terstate rates on the same level but that in all such proposed re- 
visions a rerating of the tonnage involved under the proposed rates 
pe the carriers substantial increases in revenues are invariably 
shown.,’’’ 

You assert in your letter that the above statement is not founded 
upon fact, and it therefore becomes imperative that we supply you 
with the information upon which it was based. 

We, of course, understand that the carriers’ proposed commodity 
rate revisions have been subjected to the ten per cent reduction made 
by the Interstate Commerce Commission in Southern Rates July ist, 
1922, over the protest of Southern carriers—the proposed commodity 
revisions having been prepared and submitted to the shipping public 
and the regulatory authorities prior to July ist, 1922. Since the 
whole basis of rates in the South has been reduced ten per cent 
the fact that the proposed commodity rate revisions arrived at before 
July ist, 1922, have been correspondingly reduced by the carriers 
does not mean that such commodity rate revisions were not predi- 
cated upon conditions existing prior to July ist, 1922, but that on 
the contrary they were manifestly, obviously and necessarily based 
upon conditions existing prior to July Ist, 1922. 

In support of our statements that in all proposed revisions of the 
commodity rates throughout the South a rerating of the tonnage in- 
volved under the proposed rates of the carriers show substantial 
increases in revenues, we Call your attention to the following: 

“The carriers own traffic test under the proposed revision of the 
Class Rates under their original proposal showed an increase in rey- 
enue from the Class Rate Traffic of 17 9/10 per cent.”’ 

_ When the hearings began in the Class Rate Investigation the 
shippers contended that the proposals of the carriers would substan- 
tially increase the carriers’ revenues and the shippers pointed out 
that their investigation of the rates proposed would conflict with the 
mandate of the Commission in its order instituting the proceedings 
to the effect that the revision of the Class Rates should not result 
in either an increase or a reduction in the carriers’ revenues. The 
carriers denied this and the shippers and the Commission insisted 
upon a traffic test being made by the carriers. The result was to 
show by the carriers’ own figures that they were proposing increases 
in their class traffic revenues to the extent of nearly 18 per cent. 

Perhaps the first commodity upon which the Southern carriers 
proposed a general revision was livestock. While the shippers in- 
sisted that the rates proposed by the carriers would substantially 
increase the carriers’ revenue from the transportation of livestock 
in this territory the carriers denied the same and the shippers re- 
rated the tonnage to and from the principal market when the 
carriers proceeded to publish their rates which ‘were suspended in 
I. & S. Docket 1563. 

Exhibits introduced by the Southeastern Live Stock Association 
at the hearing in I. & S. Docket 1563 showed conclusively that the 
rates proposed by the carriers, and which they were attempting tp 
justify in the proceeding in question, contemplated almost unbe- 
lievable increases in the livestock rates then in effect. 

The shippers took a period of two months at Cincinnati, Louis- 
ville, Evansville, Nashville, Montgomery and Atlanta, showing the 
actual receipts of livestock and actual freight charges collected as 
compared with charges which would have accrued by using the scale 
of rates under suspension. For example, using the L. & N. Rail- 
road: At Louisville for month of August, 1921, the increase would 
have been 88% per cent; for October, 1921, 9914 per cent. At Nash- 
ville for month of December, 1921, the increase would have been 
59.9 per cent and for July, 1921, 67.9 per cent. At Montgomery 
months of April and May, 1921, 88.9 per cent. The Cincinnati ex- 
hibits were not used as it was necessary to have them reworked 
and the case was compromised before this was accomplished. 

As to the carriers’ proposed revision of the rates on fertilizer we 
beg to call your attention to the following: 

According to the carrier’s revenue test furnished us, they show 
on 93 per cent of the tonnage moving during the months of March 
and April, 1925, which, they state, constituted 50.3 per cent of the 
total tonnage moving during the year 1924, that based on the pres- 
ent rates in Alabama and South Carolina, and other states, the 
increase in revenue under the Royster scale, including differentials 
asked for by the short lines and the Norfolk Southern Railroad would 
amount to $839,456.46, which is 10.56 per cent increase over the 
present revenue. Using the same tonnage, which was 3,190,606 tons, 
and based on rates in Alabama and South Carolina in effect prior 
to 1924, the increase over the present revenue would be $669,955.89, 
or something less than 9 per cent increase. 

We requested the Chairman of our Committee on Forest Products 
to give us a statement in reference to the carriers’ proposed revision 
of the rates on lumber, etc., throughout the territory and we quote 
below from his statement: 

“In each instance where carriers have submitted to us any 
negotiations on fourth section adjustments, the aggregate result 
would be an increase in their revenues. Indeed, it has happened in 
specific instances where we objected to the method of bringing in 
figures which would be even greater than their first proposals. When 
such was called to their attention, their answer usually was that 
they did not know such a result would accrue. Nevertheless, they 
afterward refused to change their figures.” 

The Chairman of our Special Committee who is handling for us 
the carrier’s proposed rates on stoves has the following to say: 

_ That the Southern Stove Manufacturers have furnished me with 
a list of all shipments made during the year of 1924. It will take about 
six weeks to rerate the traffic and until this check is completed it 
will be impossible to furnish the figures. 

“The percentage increase will run between 25 and 40 per cent 
with a few reductions to intermediate points.” 

The Chairman of our Clay Products Committee, who participated 
in the hearings involving the carriers’ proposed revision of the rates 
on brick and clay products as involved in I. & S. Docket 1885, 
furnishes us with the following statement: 

“Regarding the exhibit filed by shippers in the brick case, I. & S. 
1885, beg to advise the information you want is as follows: 


Revenue suspended ratesS.........cececeees $1,122,566.65 
Revenue actual rates nes ee eens 930,371.71 


$ 192,194.94 
Net increasg amounts to an increase in total revenue of 20.6%.” 
The Chairman of our Furniture Committee has the following to 
say in reference to the carriers’ revision of the furniture rates: 

F o far we have not made a traffic test covering the entire re- 
vision because we have not received the final figures of the carriers. 
Roughly, however, we estimate that the increased revenue would be 
over $1,000,000 annually on carload traffic. It is impossible to esti- 
mate what the L. C. L. increase would amount to. i 

“We made a traffic test on the Eastern rates. I am sending you 
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under separate cover copy of exhibits filed in I. & S. Docket No. 2276, 
which carry this test in detail. 7,212 cars were included in the test. 
The revenue at old rates amounted to $707,677.06. The revenue at the 
new rates amounted to $921,736.71, or an increase of $214,059.65. This 
was an average increase of $29.12 per car, or 30.3 per cent. We esti- 
mated that the traffic test covered 60 per cent of the movement and 
that the total increase would exceed $300,000 annually. As in all cases, 
it was impossible to secure records covering the entire movement. 

The Chairman of our Cement Committee has the following to say 
in reference to the carriers’ proposed revisions of the cement rates: 

“Regret that we do not have figurs covering all the mills in the 
south but the figures from our own mill during the year 1924 show 
that we paid the carriers $970,000.00 freight on cement. Rerating the 
tonnage under the carriers’ proposed scale would produce $1,142,000.00 
or an increase of $42,000.00 over the present rates or approximately 
5 per cent. These figures include traffic moving to both North and 
South Carolina where the rates are already abnormally high. I pre- 
sume that if the other mills rerated their tonnage it would more 
than likely produce about the same results.” 

We have seen statements of the carriers containing a rerating of 
tonnage consisting of sand and gravel moving for distances under 200 
miles in Southern territory for a typical period and their proposed 
rates show enormous increases in revenue that would result had their 
premngee rates been applied at the time the shipments in question 
movea. 

Under the carriers’ original proposal covering a revision of the 
rates on sugar throughout the South increases in revenue developed 
as shown by their own statements. 

The carriers are proposing to revise the rates on bananas from 
the South Atlantic and Gulf Ports to interior Southern points and 
every traffic test that has been made by the shippers show that 
enormous increases in the carriers’ revenues would result if the 
proposed rates of the carriers were published. 

It would seem from the foregoing that it would serve no good 
purpose to continue to point out the instances in which the carriers 
are proposing to increase their revenues in the Fourth Section Revi- 
sions they are now engaged in and we believe that what we have 
shown abundantly sustains our statement to the effect that in each 
and every revision proposed by the carriers a rerating of the traffic 
involved either by the shippers or the carriers invariably show sub- 
stantial increases in the carriers’ revenues would follow if the pro- 
posed rates of the carriers in their original form were applied. 

On page 4 of your letter to our Executive Secretary there appears 
the following: 

“Further, according to advice furnished me, it cannot be shown 
that the Interstate Commerce Commission or the State Commissions 
have heretofore authorized rate scales, in connection with the general 
revision now in progress, that have resulted in any material advances 
in revenues, nor, in common sense, is it very likely that they will— 
these bodies will, in no case, authorize unreasonably high rates. And, 
as no important revision of rates on any commodity can be made 
without the approval of the regulating bodies, it is hardly possible 
that ‘fan irresistible demand for a general reduction in the entire 
rate structure’ will be produced by the establishment, with the 
sanction of the Federal and State Railroad Commissions, of just, rea- 
sonable and non-discriminatory freight rates.’’ 

Happily we can agree with the statement above quoted but we 
are impressed with the thought that it indicates that you have perhaps 
overlooked the fact that having to contest every proposed general 
revision of Southern Carriers before the regulatory bodies and have 
them reduce the carriers’ proposals is the very condition which 
prompted us to appeal to you and other Chief Executives of Southern 
lines the way we did. The Southern Carriers did not receive the 
increases their original proposal would have produced from the live- 
stock traffic and the same thing might be said in respect to the revi- 
sion on brick and other clay products, but the fact nevertheless 
remains that it required the shippers to engage in litigation at con- 
siderable expense to hold the carriers’ proposed revisions down to a 
reasonable basis and at a time when the carriers’ revenues were such 
as to not justify any furthr increases in the aggregate. 

We are not at all skeptical as to our ability to be able to show both 
the state and Interstate Commissions (just as we have undertaken to 
show you) that the carriers in their general revisions under the Fourth 
Section would secure increases in revenues if their proposals are 
adopted but it is this constant and continuous litigation and expense 
that this organization (speaking for Southern shippers and industry) 
seeks to avoid in the future. If the conditions are to continue in the 
future as they have in the past we say without fear of successful con- 
tradiction that eventually, and perhaps in the not distant future there 
will develop an irresistible demand for a general reduction in all 
Southern rates, regrettable as such a result may be. 

In conclusion we desire to state that we do not believe that in 
the history of the country there has occurred before a situation where 
an organization of shippers has appealed to the carriers (in their 
territory) to save their transportation agencies from a most unfavor- 
able situation which will eventually develop and the carriers responded 
by declining to cooperate in a spirit of friendliness and in the best 
interests of all concerned. 

That our tender of cooperation has not been accepted in seeking to 
avoid something which will be hurtful to both the shippers and the 
carriers is a matter of keen regret but will not deter us. Having 
failed in appealing to the traffic officers and the Chief Executives of 
Southern Carriers it only remains for us to say to you, in all fairness, 
that there are other avenues of approach to this situation open to 
us; that therein we may be more successful in making some impress 
of the views we have failed in making upon the carriers, which in 
due time we shall avail ourselves of according to our best judgment. 


This letter is signed by W. S. Creighton, president; T. M. 
Henderson, chairman of board of governors, and M. M. Caskie, 
executive secretary. 

It is the last paragraph of the above letter that hints of 
further action to be taken. 

Mr. Caskie, in addressing members of the League and en- 
closing copies of the correspondence, says that friendly acknowl- 
edgments of his first letter were received from President 
Downs, of the Central of Georgia, and J. L. Edwards, assistant 
to the receiver of the Atlanta, Birmingham and Atlantic. He 
advises members that the matter will receive further attention 
at the next meeting of the board. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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FLORIDA SERVICE ORDER 


The Trafic World Washington Bureau 


The Commission, by division No. 5, in service order No. 43, 
issued December 28, opened all available routes on freight traffic 
to and from Florida, forthwith. It said the order contemplated 
that the carriers should route traffic via the routes most avail- 
able to expedite its movement and prevent congestion such as 
existed at Jacksonville. It is similar in character to that issued 
in July, 1922, on account of the shopmen’s strike. Changes in 
the routing of private cars requiring equalization of empty mile- 
age, fruits and vegetables, live poultry, and other traffic usually 
reconsigned by consignors, are to be reported by wire. Other 
route changes are to be reported by mail. 

Unwillingness on the part of some, if not all, the carriers 
having an intimate interest in traffic to and from Florida, to 
surrender revenue they might earn if given more time, it is 
understood, is the immediate cause for the issuance of Service 
Order No. 43. The possibility of something being done on ac- 
count of the delays produced by selfishness was pointed out the 
day after the conference between division No. 5 and the oper- 
ating executives of Florida lines on December 23. At the time 
the conference was held there was nothing in immediate prospect 
on the situation, but each Commission man knew or suspected 
that selfishness would prevent the movement of freight as expe- 
ditiously as he thought it could or should be moved. The possi- 
bility of such selfishness causing action to be taken was recog- 
nized. 

Service Order No. 43 requires the direct routing of traffic 
regardless of shipper instructions or contracts between the car- 
riers for the division of joint rates or the physical handling of 
traffic. The order is as follows: 


The subject of routing freight traffic being under consideration, 
and it appearing to the Commission that because the common car- 
riers by railroad serving the state of Florida, and other common 
carriers by railroad connecting therewith, are unable currently and 
promptly to transport the traffic offered them so as properly to serve 
the public an emergency exists which requires immediate action. 

Therefore in order best to promote the service in the interest 
< ae and the commerce of the people, it is ordered and 

irected: 

(1) That effective forthwith, and until the further order or di- 
rection of this commission, all common carriers by railroad in 
the territory south of the Ohio River and east of the Mississippi 
River be, and they are hereby, directed to forward traffic to and 
from destinations in the state of Florida by the routes most avail- 
able to expedite its movement and prevent congestion up to the 
reasonable limitation of said routes to absorb such traffic without re- 
gard to the routing thereof made by shippers, or by carriers from 
which the traffic is received, or to the ownership of the cars, and 
that all rules, regulations and practices of said carriers with respect 
to car service are hereby suspended and superseded in so far as they 
conflict with the directions hereby made; 

(2) That inasmuch as such disregard of routing is deemed to be 
due to carriers’ disability, the rates applicable to traffic so for- 
warded by routes other than those designated by shippers, or 
by carriers from which the traffic is received, shall be the rates 
which were applicable at date of shipment over the routes so desig- 
nated, unless the rates applicable over such designated routes are 
higher, in which event the rates applicable over the route of move- 
ment will apply; 

(3) That in each instance where the traffic is routed or rerouted 

under the authority of this order the carriers responsible for such 
routing or rerouting shall, within 24 hours thereafter, deposit in the 
United States mail, a notice addressed to the consignee of the traffic, 
stating the car numbers and initials, place and date of shipment, the 
routing, and respective routes over which the traffic is moving, and 
that charges for the transportation of the traffic, including transporta- 
tion, and schedules of rates, fares and charges, as those terms are 
defined in said act, will be the same as they would have been if 
such routing or rerouting had not taken place, unless, as above 
— for, the rates applicable over the route that traffic moves is 
ess. 
(4) That in case of shipments in private cars, which are subject 
to equalization of empty mileage, and also of fruits and vegetables, 
live poultry and other shipments customarily reconsigned upon in- 
structions of the consignor, a telegraphic notice of the diversion shall 
be sent to the consignor by the carrier responsible therefor; 

(5) That in executing the directions of the Commission contained 
in this order, the common carriers involved shall proceed without ref- 
erence to contracts, agreements, or arrangements now existing be- 
tween them with reference to the divisions of the rates of trans- 
portation applicable to such traffic; that such divisions shall be, dur- 
ing the time this order remains in force, voluntarily agreed upon by 
and between such carriers, and that, upon failure of the carriers 
to so agree said divisions shall be hereafter fixed by the commission 
in accordance with pertinent authority conferred upon it by said 

6) That respondents Seaboard Air Line Railway Company, At- 
lantic Coast Line Railroad Company, Southern Railway Company, 
and the Florida East Coast Railway Company shall file with the 
Commission daily a statement showing the points at which cars 
are held for destinations in Florida, or held at points in Florida 
for movement to points without said state, and which cannot be 
moved currently, the number of cars so held, and the road for 
which they are being held; the number of cars diverted by the 
poe’ — than that shown on the billing and the route by which 

verted; 

(7) That copies of this order be served upon all carriers by rail- 
road in the territory herein above described subject to the inter- 
state commerce act, and that notice of this order be given to the 
general public by depositing a copy of the order in the office of the 
secretary of the commission in Washington, D. C. 


The Commission’s statement about the order is as follows: 


The Interstate Commerce Commission has entered Service Order 
No. 43 opening up all available routes on freight traffic to and from 
the state of Florida. Accumulations exist and have existed for some 
time | nem at various gateways, principally Jacksonville. This not 
only slows up the movement but results in a substantial decrease in 
the amount of traffic that should be handled. The service order con- 
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templates that the carriers will route traffic via the routes most 
available to expedite its movement and prevent congestion up to the 
reasonable limitations of such routes. This action should materially 
relieve the Jacksonville gateway, and increase and expedite the flow 
of traffic into and from the state of Florida. 


The fact that there was nothing in the way of action by the 
Commission in sight immediately after the conference on the 
Florida congestion, December 23, it was pointed out the next day, 
was not to be taken as indicating that the Commission might not 
take a hand in that matter at any time it felt it could accomplish 
anything. It meant no more than that, at that minute, there 
was no prospect of anything being done by the Commission. 

Each of the Commission men concerned in the matter, in 
the back of his head, held the idea that, in nearly every con- 
gestion, was to be found one cause therefor—namely, the selfish- 
ness of one or more roads; unwillingness on its or their part 
to lose money by changing methods or routing, for even a short 
time. Alongside that impression was another that, perhaps, 
the plan which the railroads had worked out, in a short time 
would disclose that selfishness, conscious or otherwise, had not 
disappeared when the plan was made up, so that, as it was being 
worked out, the defect due to the natural selfishness of one or 
more roads might be disclosed. The fact that the Commission 
was not ready at the time of the conference to say anything 
requiring the railroads to change their plan, it was pointed out, 
was not ground for assuming that that condition would or would 
not prevail for a long time; or that the Commission men were 
fully convinced that the new plan for handling interchange at 
Jacksonville would work satisfactorily. 


NEW MEXICO SERVICE INQUIRY 


The Traffic World Washington Bureau 


Acting on the petition of the State Corporation Commission 
of the State of New Mexico, the Interstate Commerce Commis- 
sion, in No. 17800, Investigation of Transportation in New Mex- 
ico, has decided to make an inquiry into the service furnished 
in that state by the Southern Pacific, the Santa Fe, the Denver 
& Rio Grande Western and the New Mexico Central. 

The petition of the New Mexico commission was not made 
public because, as the Commission has determined to handle the 
matter on its own motion, it is not to be treated as in the nature 
of a complaint. It is a matter of record that the New Mexico 
Central has filed several complaints or interventions in com- 
plaints and one finance application, the latter for permission to 
extend its facilities, the object of which was to have the federal 
regulating body make orders that would give it a larger volume 
of business. In one case it is recalled that the New Mexico 
Central was of the opinion that the Santa Fe should give it 
a haul, as an intermediate carrier, on Santa Fe fuel on the 
ground that it was wasteful transportation to haul it over its 
own rails. 

The idea now is that the complaining railroad has per- 
suaded the New Mexico commission to take up the matter and 
urge a federal investigation on the theory that the cariers subject 
to the interstate commerce law are not furnishing proper trans- 
portation within the state. The pertinent parts of the order 
instituting the investigation are as follows: 


The Commission having under consideration the petition of the 
State Corporation Commission of the State of New Mexico for 
certain action looking to the improvement of the transportation 
service now furnished in said State of New Mexico by certain 
carriers subject to the interstate commerce act, 

It is ordered, That an investigation upon the Commission’s 
own motion be, and it is hereby, instituted for the purpose of 
inquiring into and concerning the adequacy of said transportation 
service with a view to the making of a report and such order or 
orders as may be appropriate upon the record. 

It is further ordered, That the following named carriers be, 
and they are hereby, made respondents to said proceeding: South- 
ern Pacific Company, The Atchison, Topeka & Santa Fe Railway 
Company, The Denver & Rio Grande Western Railroad Company, 
The New Mexico Central Railway Company. 

It is further ordered, That this order be served upon each of 
said carriers, and that copies of said order be sent by registered 
mail to the Governor and to the State Corporation Commission of 
said State of New Mexico. 


NO EMBAGO ON U. S. SHIPMENTS 


M. J. Gormley, chairman of the car service division of the 
American Railway Association, in a notice to chief operating 
officers of railroads, has called attention to the fact that em- 
bargoes do not apply to freight consigned to the United States 
government. This notice was necessary, it is understood, be- 
cause of situations that arose in connection with the conges- 
tion of traffic in Florida. Mr. Gormley’s notice follows: 


Instances have been called to the attention of the car service 
division in which, through evident lack of information, local rail 
people have refused to accept shipments consigned to the United 
States government, its authorized agents or officers, by reason of the 
territories and commodities concerned being under embargo, which 
embargo does not specifically exempt government freight. 

This will call attention to the provisions of the interstate com- 
merce act making it illegal to embargo such shipments, and that 
therefore no specific mention need be made of this item in the 
placing of exemptions to embargoes. This is covered in supplement 
7 to car service division circular No. 87, now in effect, and in note 
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to item 6, of the revised C. S. D. 87, which will be effective Jan. 1, 
1926, reading as follows: 

‘It is illegal to embargo freight consigned to the United States 
government, its authorized agents or officers. Mention of govern- 
ment freight in exemptions to embargoes is therefore not necessary, 
~ he wg understood that no embargo will apply to this class of 
reight.”’ 

Any necessary steps should be taken to familiarize local agents 
or others concerned in the handling of embargoes in the matter, to 
avoid future error. 


MOTOR TRANSPORT EXPANSION 


“The expansion of motor-bus transportation throughout the 
world has been greater in 1925 than in any preceding year, and 
further substantial increases are indicated for 1926,” says Fowler 
W. Barker, of the automative division of the Department of 
Commerce. Continuing, Mr. Barker, in part, says: 


In many countries, including some of the important motor- 
vehicle markets, such as Argentina, bus transportation was inaug- 
urated only within the past three years. 

This rapid expansion is illustrated also by Sweden, where bus 
traffic has more than doubled in the last two years. Incidentally more 
than 90 per cent of the motor vehicles in use there are American. 
From China it was reported that the first bus line was started in 
Peking in 1917, with a service comprising one American chassis on 
which was mounted a crudely fashioned 12-passenger body. This was 
the forerunner of approximately 300 busses that now operate over 
70 lines throughout China. 

These two examples are typical of the contemporary trend 
throughout the world. Reports from more than 60 countries indicate 
that the bus is just beginning to come into its own and that the 
expectation of a proportionately greater expansion during the next 
few years is justified. 

In general bus transportation is not restricted by government 
authorities, and in many countries it is encouraged, as in Italy and 
in French Morocco, where private lines receive subsidies. In Italy, 
as in many other countries, permits are not granted for the opera- 
tion of lines that will compete with urban or interurban railways. 
Subsidies to bus-operating companies in the form of mail contracts 
are granted in the Philippines, Switzerland, and Spain. In the latter 
two countries domestic-manufactured busses must be used in order 
to obtain these contracts. 

On the other hand, bus taxation in some countries is a source of 
state revenue. In one country this is inducing the government to 
encourage bus transportation; but in another an excessive tax amount- 
ing to about $300 per annum is levied on each bus in order to dis- 
courage competition with state-owned railways. 

The principal deterrent to establishment of new bus lines is the 
lack of suitable roads connecting the large municipal centers. Like- 
wise the poor condition of city streets; and, in European countries, 
their narrow winding character hinder the establishment of lines 
supplementary to those already operating. The lack of main con- 
necting highways is particularly felt in Latin American countries; but, 
where there has been road building and improvement, bus transporta- 
tion has increased proportionately. The deterioration of city streets 
naturally has an unfavorable effect on bus use, noticeable in the 
cities of Greece, Czechoslovakia, and Rumania. As fast as economic 
conditions make street improvement possible there will be a decided 
gain in bus sales, for in many countries the need of additional urban 
passenger traffic facilities is very great. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports of the status of the lumber industry, for the 
week ended December 19, from 365 of the larger softwood, and 
112 of the chief hardwood, mills of the country. The 333 com- 
parably reporting softwood mills showed seasonal decreases in 
production, shipments and new business, as compared with re- 
ports for the previous week, when, however, thirty-five more 
mills reported. In comparison with reports for the same period 
a year ago increases in all three items were noted. The hard- 
wood reports showed that 112 operations had normal seasonal 
decreases in all three factors. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
BNE asain daha e-asiedacerae 333 339 368 
PYOGUCHION ...ccccccces 215,420,047 180,541,713 228,866,442 
Shipments ....... eee. 203,369,338 186,619,706 239,315,245 
Orders (New Bus.).. 209,368,037 201,759,738 247,884,691 


The following revised figures compare the lumber movement 
of the seven associations for fifty-one weeks of 1925 with the 
same period of 1924: 


Production 
Bee «cceccinelvs Coweadee 12,251,988,317 
Gauci tea amine 11,710,206,752 


Shipments Orders 
12,108,608,124 11,961,891,152 
11,699,465,367 11,587,869,812 


COAL PRODUCTION AND SHIPMENT 

Production of soft coal the week ended December 19 is 
estimated at 12,600,000 net tons by the Bureau of Mines of the 
Department of Commerce. The total output in the calendar year 
to December 19 was 506,293,000 net tons, an increase of approx- 
imately 40,625,000 tons, or 8.7 per cent, overproduction in the 
same period of 1924. 

Based on incomplete reports from the principal carriers, the 
output of anthracite the week ended December 19 is estimated 
at 55,000 net tons. Total production in the calendar year to 
December 19 was estimated at 62,064,000 tons, about 29 per 
cent less than in the same period of 1924. 

Principal bituminous coal-carrying roads originated 220,891 
carloads of coal (estimated) the week ended December 19. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Findings of Fact by Public Service Commission Not Disturbed 
on Appeal, Except for Arbitrary and Unjust Fixing of Rates 
Contrary to or Without Evidence: 

(Supreme Court of Appeals of West Virginia.) Findings of 
fact by the Public Service Commission will not be disturbed 
upon appeal to this court, unless the commission has acted so 
arbitrarily and unjustly as to fix rates contrary to evidence, or 
without evidence to support them.—Baltimore & O. R. Co. et al. 
vs. Public Service Commission of West Virginia, 130 S. E. Rep. 
131. 









Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Suits in Admiralty Act Allows Suit in Personam: 

(District Court, S. D., New York.) Suits in admiralty act, 
in view of sections 3, 6 (Comp. St. Ann. Supp., 1923, sec. 125114b, 
1251%e), notwithstanding history in Congress, held not limited 
to actions in rem, but to contemplate action in personam against 
the government.—Bashinsky Cotton Co., Inc., vs. United States, 
8 Fed. Rep. (2d) 79. 


Suit Purely in Personam Against United States Not Authorized 
by Suits in Admiralty Act: 

(District Court, S. D., New York.) Suits in admiralty act, 
sec. 3 (Comp. St. Ann. Supp. 1923, sec. 125114b), does not author- 
ize suits purely in personam against the United States, but 
merely allows relief in personam in connection with suit in lieu 
of libel in rem.—The Cape Fear, W. R. Grace & Co. vs. United 
States, 8 Fed. Rep. (2d) 80. 

Remedy for Imposition on Government of Contract Liability, Not 

Sounding in Tort, Provided by Tucker Act: 

The Tucker act provides a remedy for imposition on the 
government of contract liability not sounding in tort.—Ibid. 
Vessel Must Be in District for Proceeding in Rem Against United 

States: 

(District Court, S. D., New York.) Court has no jurisdic- 
tion over the United States by a proceeding in rem, or one in 
personam as a substitute therefor under suits in admiralty act, 
sec. 2 (Comp. St. Ann. Supp. 1923, sec. 1251144), the vessel not 
being in the district—Atlantic Fruit Company vs. United States, 
The Coosa, 8 Fed. Rep. (2d) 81. 

Amendment of Libel Against the United States, to Make It One 
in Personam, Not Allowed: 

Libel against United States, stating that libelants have 
elected to proceed in accordance with the principles of libels in 
rem, and the appearance of the government being special libelant 
cannot be allowed an amendment to change the action to one 
in personam.—Ibid. 


Filing of Special Pleas to Jurisdiction and in Bar, and Framing 
Issues Thereunder, Proper Practice: 
Filing of special pleas to jurisdiction and in bar, and framing 

issues arising thereunder, held proper practice.—Ibid. 

Presence of Ship in United States Necessary for Suit in Nature 
of in Rem Againsnt United States: 


(District Court, S. D., Texas, Houston Division.) Under 
suits in admiralty act, sec. 2 (Comp. St. Ann. Supp. 1923, sec. 
1251%4a), for suit in nature of in rem to be maintained in per- 
sonam against the United States, the ship must be in part of 
United States or one of its possessions.—Markle et al. vs. United 
States, 8 Fed. (2d) 87. 


Suit Purely in Personam Against United States Authorized, 

Where in Personam Cause of Action: 

Suits in admiralty act, sec. 2 (Comp. St. Ann. Supp. 1923, 
sec. 1251144a), permits suit purely in personam, rather than one 
in lieu of in rem proceeding against the United States, where 
— is both a cause of actiorin personam and one in rem.— 
Ibid. 

Presence of Ship in United States Necessary for in Personam 

Suit Against United States: 

Under suits in admiralty act, sec. 2 (Comp. St. Ann. Supp. 
1923, sec. 1251%4a), for purely in personam suit against the 
United States, the ship must be within the United States.—Ibid. 
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Carrier Not Estopped from Asserting Insufficiency of Containers 
by Failure to Note Insufficiency in Bills of Lading: 
(District Court, S. D., New York.) Failure to note in bills 

of lading the insufficiency of containers did not estop carrier 

from asserting the insufficiency of containers as the cause of the 
damage to the goods, as against consignees suing carrier for 

damage thereto.—The Isla De Panay, 8 Fed. Rep. (2d) 91. 


General Agents for Steamship Held Not Entitled to Lien in Libel 
Proceedings: 

(District Court, E. D., Louisiana, New Orleans Division.) 
General agents of steamship, who collected all freight and signed 
bills of lading for her, held not entitled to lien for amount of 
claim in libel proceedings.—The Estrada Palma, 8 Fed. Rep. 
(2d) 103. 

Captain of Vessel Held Entitled to Lien, But Not Superior to 
Other Contract Liens Under General Maritime Law: 
Captain of vessel held entitled to lien, though not to lien 

superior to other contract liens under general maritime law.— 

Ibid. 

Claimant of Damages for Nondelivery of Perishable Goods Held 
Not Lien on Vessel Delayed by Seizure Under Legal Process, 
and There Could Be No Complaint of Allowance of a Lien 
Ranking Last: 

Claimant of damages for nondelivery of consignment of very 
perishable onions, due to seizure of vessel under legal process, 
held not entitled to lien on vessel, in view of Harter act, sec 3 
(Comp. St., sec. 8031), and exempting clause in bill of lading, 
and claimant could not complain because a lien was allowed him 
and ranked last.—Ibid. 

Claims for Wharfage and Watchman Employed While Ship was 
at Wharf Held Not Entitled to Preference: 

Claims for wharfage and watchman employed while ship 
was at wharf held not entitled to preference.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Carrier Is Not Liable for Loss of Goods Until After Delivery for 
Transportation: 

(Supreme Court of Alabama.) Before liability attaches to 
carrier for loss of goods they must have been delivered to carrier 
for transportation.—Louisville & N. R. Co. vs. Long, 105 So. Rep. 
890. 

Railroad Company Held Not Entitled to Affirmative Charge in 
Action for Loss of Car of Lumber: 

Where plaintiff’s evidence tended to establish car of lumber 
was placed on sidetrack of railroad company with knowledge on 
part of railroad company’s agent, according to usual custom, and 
car was ready for shipment without further activity on part of 
shipper, it was held that railroad company was not entitled to 
affirmative charge in action for loss of same by fire.—Ibid. 

Court Only Deals with Sufficiency of Evidence in Question of 
Giving Affirmative Charge: 

On question of giving affirmative charge, appellate court will 
consider only sufficiency of evidence for submission to jury.— 
Ibid. 

Instruction in Action for Recovery for Loss of Car of Lumber 
Relative to Whether Shipping Instructions Had Been Given 
Held Proper: 

In action for loss by fire of car of lumber, delivered on side- 
track of defendant, according to usual custom, under conflicting 
evidence as to whether shipping instructions had been given, 
charge that if jury believed defendant’s agent had been in- 
structed where car was to be shipped before its delivery on 
sidetrack, and that car was delivered on sidetrack, that they 
should find for plaintiff, held proper.—Ibid. 

Instruction in Action for Recovery for Loss of Car of Lumber, 
Relative to Custom as to Shipping Without Instructions from 
Plaintiff, Held Properly Refused: 

In action to recover for loss by fire of car of lumber, deliv- 
ered on sidetrack of defendant according to usual custom, in 
view of conflict in evidence as to whether shipping instructions 
had been given, requested charge, that if jury did not believe 
from evidence that it was custom for defendant’s agent to ship 
cars coming from plaintiff’s mill without further instructions, 
that they could not find for plaintiff, held properly refused, as 
ignoring testimony as to specific shipping instructions for car in 

suit.—Ibid. 
DELAY IN TRANSPORTATION OR DELIVERY 

To Exonerate Carrier from Liability for Loss from Act of God 
or Inherent Character of Goods, No Concurring Negligence 
of Carrier Must Be Shown: 

(Court of Civil Appeals of Texas, Fort Worth.) To exon- 
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erate carrier for loss occasioned by act of God, or inherent char- 

acter of goods, which is an exception to general rule holding 

carrier liable for loss occasioned from failure to seasonably de- 
liver goods committed to it, it must appear that there was no 
concurring negligence on part of carrier.—American Ry. Exp. 

Co. vs. Home Star Produce Co., 276 S. W. Rep. 790. 

Evidence Held to Show No Error in Refusing New Trial on 
Ground that Act of God Was Proximate Cause of Injury: 

In suit for failure to deliver produce under evidence show- 
ing that train was delayed five days by act of God, but that 
railway permitted produce to spoil during delay, it was not error 
to refuse a peremptory instruction for defendant or a new trial, 
on ground that act of God causing delay was proximate cause 
of injury, since carrier was under duty to exercise due care to 
preserve produce, which, if done, would have permitted its de- 
livery.—Ibid. 

Where Shipment Delayed by Act of God, Carrier Has Burden 
of Showing Due Care in Preserving Shipment During Delay: 
In suit for failure to deliver shipment, where defense was 

act of God preventing delivery, burden is on carrier to show 

that it exercised due care in preserving and handling shipment 
while delayed.—Ibid. 

Evidence as to Number of Days Delayed Produce Could Stand 
Without Rotting Relevant: 

In suit for failure to deliver produce, and for injuries while 
delayed five days in shipment, testimony of a packer as to num- 
ber of days particular kinds of produce could stand without rot- 
ting was pertinent and relevant.—lIbid. 

Evidence that Agent Did All He Knew How to Preserve Produce 
Delayed in Shipment Does Not Necessarily Show Exercise 
of Due Care by Carrier: 

Where a shipment of produce was delayed by act of God, 
evidence showing that defendant’s agent did all he knew how 
to preserve produce does not necessarily show due care on part 
of carrier, where it appeared that agent, who knew nothing of 
value of produce, communicated with officers of carrier, who 
failed to send instructions, and it appeared that some act could 
have been taken to save produce.—Ibid. 

Allegations of Defendant’s Failure to Act Not Erroneous on 
— that Carrier Not Required to So Act as Matter of 

aw: 

In suit for failure to deliver produce and injury to it while 
delayed by act of God, allegations that company failed to notify 
shipper, to procure retransportation, or to make extra efforts to 
preserve shipment, were not errors on ground that no duty 
rested on carrier to do such things as a matter of law, since 
they might be considered in determining whether defendant ex- 
ercised due care.—Ibid. 

Failure to Submit Specific Issues on Question Whether Loss to 
Produce Delayed by Act of God Was Due to Its Inherent 
Character, Held Not Error: 

In suit for damages for injury to produce while delayed by 
act of God, failure to submit specific issues on question whether 
loss was occasioned by inherent character of produce was not 
error, where there was no evidence to show that this was proxi- 
mate cause of loss, and jury found defendant’s negligence to 
be proximate cause of loss, thus negatively finding that loss was 
not occasioned by inherent quality, unmixed with defendant’s 
negligence, and since burden was on defendant to show what 
part of produce was lost by reason of inherent character.—Ibid. 
Issues as to Defendant’s Negligence, and Whether It Was Prox- 

imate Cause of Loss, Held Sufficient Without Issues Evi- 

dentiary in Character: 

In suit for failure to deliver produce and injury during delay, 
issue submitted to jury as to whether defendant was negligent, 
and whether such negligence was proximate cause of damage 
sufficiently embodied issues made by pleadings constituting 
ultimate issue of suit, and issues concerning ordinary care, rea- 
sonable value, delay, etc., need not have been charged, since 
they were evidentiary.—Ibid. 

Issues Submitted Not Objectionable as Failing to Be Restricted 
to Particular Acts of Negligence Alleged, Where Allegations 
Surplusage: 

In suit for failure to deliver produce and injury during de- 
lay, issues submitted to jury as to whether defendant was neg- 
ligent in delivering shipment and whether such negligence was 
proximate cause of damage were not objectionable as failing to 
be restricted to particular acts of negligence alleged, since in 
such action burden of proof was on defendant to free itself from 
negligence, making plaintiff’s allegations surplusage.—Ibid. 
Charge that, Where Loss Results from Concurring Causes, No 

One of Them Is Remote, But All Are Proximate, Held 

Proper: 

In suit for failure to deliver produce and injury from neg- 
ligence during delay caused by act of God, charge that, where 
loss actually results from concurring causes, no one of them is 
remote, but all are proximate, is not reversible; error under cir- 
cumstances showing defendant’s handling of produce, together 
with delay, was proximate cause of injury.—Ibid. 

Evidence of Market Value of Produce at Next Station from Point 
of Delay Properly Admitted Under the Circumstances: 

In suit for failure to deliver produce and injury from neg- 
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ligence during delay, admission of evidence of market value at 
next station from point of delay was not error, since it showed 
that injured produce at point of delay brought much less than 
at point testified to, and could be considered with facts showing 
that agent at point of delay and officers of defendant company 
made no effort to ascertain reasonable value, and other evidence 
showing defendant company to be guilty of negligence in han- 
dling produce.—Ibid. 

Evidence Admitted, Though Irrelevant, Not Reversible Error, 

Where No Issue of Negligence On It Was Submitted: 

In suit for failure to deliver and injury from negligence dur- 
ing delay, evidence that a train left from next station prior to 
train on which shipments were made, though irrelevant, was not 
reversible error, since no issue of negligence in this respect was 
submitted.—Ibid. 

CARRIAGE OF LIVE STOCK 


Liability of Carrier to Live Stock Shipper Having Notice of 
Terms of Schedule of Rates Is Fixed by Agreement: 
(Supreme Court of Florida.) If, by a published schedule of 

taariff rates by a common carrier, its liability is fixed by the 

rate of freight paid, and for the purpose of obtaining a certain 
rate of freight the shipper reports to the carrier a valuation on 
live stock shipped, having notice or actual knowledge of these 
terms at the time of or before the delivery of the stock by him 
to the carrier to be transported and assenting thereto, the lia- 
bility of the carrier is fixed by such agreement. If, however, 
the shipper has no notice or knowledge of the rule or tariff rates 
of the carrier, and does not assent thereto, and is not asked 
by the carrier’s agent to state the value of the shipment, and 
does not state such value, and it is not stated in the bill of 

lading, the rule is different. A. C. L. R. Co. vs. Coachman, 59 

Fla. 130, 52 So. 377, 20 Ann. Cas. 1047.—Payne, Agent, vs. Bryan, 

105 So. Rep. 832. 

When Shipper of Intrastate Shipment Is Not Bound in Limit of 
Recovery by Payment of Released Rate Stated: 

A shipper of goods by a common carrier, the shipment being 
intrastate, “will not be bound in the limit of his recovery by 
the payment of the released rate, unless it be shown that he 
knew the rate was a released rate, and there was a fair meeting 
of the minds of the shipper and the carrier that by payment of 
the released rate the recovery of the shipper would be limited 
to a certain maximum sum clearly agreed upon.”’—Ibid. 

Facts in Former Cases Distinguished; Case in Question Held 
Controlled by Rule Announced in Former Case: 

The facts in the cases of A. C. L. R. Co. vs. Coachman, 59 
Fla. 130, 52 So. 377, 20 Ann. Cas. 1047, and A. C. L. R. Co. vs. 
Dexter, 50 Fla. 180, 39 So. 634, 111 Am. St. Rep. 116, disting- 
guished. Held, this case, under the facts proved, controlled by 
the rule announced in A. C. L. R. Co. vs. Coachman, Supra.—Ibid. 





OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports of Class I railways, exclusive of 
switching and terminal companies, for October and the ten 
months ended with October, show the following: 


Loaded car-miles—1,676,446,000 in October and 1,578,370,000 in 
October, 1924; 14,034,649,000 in ten months ended with October, and 
13,251,244,000 in same period of 1924. 

Em pty car-miles—876,831,000 in October and 819,266,000 in Octo- 
ber, 1924; 7,648,443,000 in ten \ neue ended with October and 7,047,- 
937, 000 in same period of 192 

Net ton-miles—44,062,000, 000 in October and 43,134,000,000 in Octo- 
ber, 1924; 377,595,000, 600 in ten months ended with October and 356,- 
572, 000, 000 in same period of 1924, 

Average number locomotives on line daily—32,318 in October and 
33,363 in October, 1924; 32,541 in ten months ended with October and 
33,257 in same period of ‘1924. 

Average number freight cars on line daily—2,548,864 in October 
and 2,523,270 5in October, 1924; 2,527,606 in ten months ended with 
October and 2 ,479,946 in same period of 1924. 

Per cent ‘unserviceable of total locomotives—16.8 in October and 
18.1 in October, 1924; 18 in ten months ended with October and 18.8 
in same period of 1924. 

Per cent unserviceable of total cars on line—7.2 in October and 
8.2 in October, 1924; 7.9 in ten months ended with October and 7.8 
in same period of 1924. 

Car-miles per car-day—32.2 in October and 30.6 in October, 1924; 
— in ten months ended with October, and 26.8 in same period of 
1924. 

Net tons per loaded car—26.3 in October and 27.3 in October, 


5g eg in ten months ended with October and 26.9 in same period 
o 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period De- 
cember 8-14 was 172,577 cars, as compared with 159,897 cars in 
the preceding period, while the average daily shortage was 157 
cars, according to the car service division of the American Rail- 
way Association. The surplus was made up as follows: 

Box, 64,755; ventilated box, 248; auto and furniture, 10,851; total 
box, 75,854; flat, 6,046; gondola, 26, 032; hopper, 34,213; total coal, 60,- 
245; coke, 273; S. D. stock, 16, 563; D. D. stock, 3,124; refrigerator, 
8,699; tank, 41; miscellaneous, : 732; total, 172,577. 

The shortage was made up of 8 flat, 113 gondola, 25 hepper 
and 11 coke cars. 

Canadian roads reported a surplus of 5,700 box, 50 auto and 
furniture, 1,500 flat, 1,100 S. D. stock, 100 refrigerator and 22 
miscellaneous cars. 
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Special Freight Services 


Second of a Series of Twelve Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


° 
Protection of Freight in Cars 


It is often necessary that the contents of both closed and 
open railroad cars be protected by special blocking or bracing, 
or that the safe carriage of the freight be assured by special 
cleaning, disinfection, or fumigation of the cars that are to 
receive the freight. Cars must be lined with paper in some 
instances to protect the goods from temperature variations or to 
prevent leakage. Shipments of grain are often made with the 
yarious sorts or grades of grain comprising the shipments sepa- 
rated by bulkheads, and the loss of the contents of the cars 
prevented through the use of specially installed grain doors. In 
other cases, hay or straw is provided to be used as bedding for 
live stock or for the protection of bananas and other perishable 
fruits and vegetables. 5 

The accessorial special services, though the actual work of 
preparing the cars with protective devices and materials is done, 
as a rule, in the railroad terminals, are special, rather than 
terminal services, for the protection serves the goods in transit 
rather than after the goods have arrived at destinations. For 
this reason, these services must be properly included in the 
discussion of such services. Special or miscellaneous service 
tariffs of the carriers publish rules, regulations, and charges 
applicable to these services. 

Protection Through Staking, Blockage and Bracing 

When carload shipments of freight in box or in open top 
cars, including flat and gondola cars, or less than carload ship- 
ments that are loaded on flat or gondola cars, require staking, 
blocking, or other means of securing for safe transportation, 
shippers are usually required, by the special service tariffs of the 
carriers, to furnish both the labor and the materials necessary 
for the installation of the protection. Certain exceptions are 
made, however, to this general rule in the cases of certain classes 
of freight trafiic. 


The Pennsylvania Railroad, for example, provides that, when 
carload shipments of bananas at New York, Philadelphia, and 
Baltimore require boards to protect the goods in the cars, the 
necessary boards are furnished by the carrier without charge to 
the shipper. If the boards are furnished by the shipper an al- 
lowance of not more than forty cents a car is made by the carrier 
to reimburse the shipper. 


The same tariff provides that the carriers parties to the 
tariff furnish, when practicable, cars that are properly lined 
with paper to accommodate carload shipments of green coffee 
in packages, when paper linings are necessary for the safe 
transportation of the goods. If such linings as are necessary 
are furnished by the shippers, an allowance of not more than 
$1.50 a car is made by the carriers. Freight charges are not 
assessed for the weight of the paper linings except that, in no 
case, is less than the rate based upon the carload minimum, 
prescribed by the properly applicable tariff or classification, 
assessed on the shipments. 

When ventilator cars are ordered for shipments of perish- 
able freight by the shippers but cannot be furnished by the 
carriers and box cars are furnished instead, the slats for the 


doors to provide ventilation are supplied by the railroads with- 
out charge. 


Shipments of steel rails that are forwarded for the con- 
venience of the carriers in flat cars or low side gondola cars 
requiring end blocking are provided with the necessary end 
blocking by the carriers without charge. No freight charges 
are assessed on the blocking used for this purpose. 

When practicable, the carriers supply wooden dunnage or 
paper lining for freight cars that are to be loaded with refined 
sugar in packages in lots of 9,000 pounds or more, when such 
dunnage or lining is necessary for the protection of the property, 
while being transported. If such protective materials are fur- 
nished by shippers, allowances are made by the carriers. 

The Pennsylvania Railroad local and joint freight tariff of 
rates and regulations governing miscellaneous services,—G. O.— 
I, C. C. No. 18908, provides for the making of such allowances. 


If wooden dunnage or paper linings or both, are supplied by 


shippers, and are necessarily furnished and used for the safe’ 


transportation of the property, the following allowances per car 
will be made: 

On sugar, in lots of 21,000 pounds or over: When wooden 
dunnage is furnished and used, $1.50 per car. When paper lining 
is furnished and used, 75 cents per car. When both wooden dun- 
nage and paper lining are furnished and used, $1.50 per car of 50 
or more barrels. Car of 50 or less barrels, 75 cents per car. 

On Sugar in lots of 9,000 pounds to 20,999 pounds: Wooden 
dunnage, 75 cents per car. Paper lining, forty cents per car. Both 


1G. O.—I. C. C. No. 13908, Item 9, Rule 2, 


wooden dunnage and paper lining, forty cents per car of any 
number of barrels.” 


No wooden dunnage or paper lining is furnished by the 
carriers nor an allowance made to shipper or shipments of 
package sugar in lots of less than 9,000 pounds. 

When cars are loaded with bulk grain or flaxseed in carload 
lots, grain doors, or the lumber for the construction of grain 
doors, are furnished by the carriers without charge. When 
such temporary doors are furnished by the shippers, allowances 
are made by the railroad companies. The tariff of the Penn- 
sylvania, referred to above, provides that, when such doors are 
made of lumber not less than one inch in thickness and are 
furnished by shippers, an allowance is made at the rate of 
sixteen and two-thirds cents a foot of the height of the doors, 
or fifty cents a door of three feet in height. In no instance is an 
allowance made of more than two dollars a car. This rule does 
not apply on intrastate traffic transported via intrastate routes 
in the state of New York. Modifications of this rule are applied 
to this traffic. 

Bulk freight, other than grain or flaxseed, in carload lots, 
that requires temporary doors or bulkheads in lieu of doors is 
usually serviced free by the carriers if the freight pays higher 
than fifth class rates in Official Classification Territory. The 
Pennsylvania Railroad furnishes doors or bulkheads for such 
freight and in addition supplies temporary doors or bulkheads for 
freight originating at stations on the Pennsylvania within the 
state of New York, that are consigned and destined to any point 
within the state of New York, partly transported through any other 
state or states, including shipments originating at stations on 
the P. R. R. within New York State that are consigned and 
destined to stations in New York City. This includes floatage in 
cars, but not lighterage, within the free lighterage limits of 
New York Harbor; freight consigned to Brooklyn; to points on 
the Long Island Railroad; South Brooklyn Railway; Bush Ter- 
minal Railroad and the Staten Island Rapid Transit Railway; 
and shipments consigned and destined to Jersey City, Hoboken, 
and Weehawken, N. J. 

Allowances at the rate of 16% cents a foot of height of 
one inch thick bulkheads are made to shippers supplying bulk- 
heads for such freight. Bulk freight carried at lower than fifth 
class rates gets protection at maximum expense ($1.00 a car) by 
the carriers or allowances are paid for such bulkheads as are 
furnished by shippers, at the rate of $1.00 a car. Modifications 
of this rule are also applied to intrastate traffic in New York. 

On traffic moving via intrastate routes within the State of 
New York, temporary doors or bulkheads, in lieu of temporary 
doors, are furnished by the carriers when the cars are used 
for shipments of produce in bulk, classified at fifth class, or 
higher, by the Official Classification. If doors or boards of not 
less than one inch in thickness are furnished by shippers to 
protect the shipments, allowances are made by the Carriers 
at the rate of one-half cent a hundred pounds of the weight of 
the contents of the cars and the same allowance is made for 
bulkheads or bulkhead boards. If both temporary doors and 
bulkheads are supplied, allowances are made only for the 
temporary doors. The carriers furnish the necessary door pro- 
tection at maximum expense of $1.00 a car on freight that 
moves at lower than fifth class rating. 

When the material and labor for placing or chocking of 
automobiles or other vehicles shipped on their own wheels in 
carload or less-than-carload quantities are furnished by the 
carriers, a charge of $3.00 an automobile or other vehicle is 
assessed for the material and labor. 


In general, no freight charges are assessed for the weight 
of temporary doors or bulkheads furnished by the carriers to 
protect freight. In no case, however, is less than the minimum 
carload weights prescribed for the various commodities in the 
tariffs or classifications governing be charged. 

The rail carriers do not, as a rule, provide labor or material 
nor compensate shippers for labor and material, or both, fur- 
nished by them for the protection of freight when the rail 
carriers receive only switching rates. Exceptions are made to 
this rule in some instances. For example, the Pennsylvania 
Railroad Company furnishes grain doors or lumber for the con- 
struction of grain doors for cars loaded with bulk grain or bulk 
flaxseed which move in switching service from grain elevators 
at Buffalo, N. Y., to the Keyston Warehouse Company at that 
point at actual cost, but not exceeding $7.50 a car in connection 
with interstate movements of freight.’ 

On intrastate traffic within the State of New York, except 


2Item No. 9, Rule 6 (b). 
?See Item No. 9, Rule 11. 





















































































at Buffalo, grain doors and grain door lumber of proper quality 
and dimensions to cooper the side and end doors and other 
openings of car used for loading bulk grain, are furnished by 
the carriers, except that shippers are required to provide the 
doors or pay for them or for lumber furnished by the carriers on 
traffic handled in switching movements at switching rates. A 
charge of $5.00 a car is assessed for grain doors or grain door 
lumber furnished for cars handled in switching movements 
under switching charges by the Pennsylvania Railroad. Such 
accessories as nails, paper, cheesecloth, burlap, or similar ma- 
terial for calking or coopering cars to prevent the loss of grain 
by leakage, are supplied by the carriers. No allowances are 
made, in New York State intrastate traffic, to shippers for 
grain door or grain door lumber, except at Buffalo, on the 
traffic described. 

The agents of the carriers at the loading stations are re- 
quired to ascertain the number of grain doors or the number 
of feet, board measure, of grain door lumber, used to cooper the 
cars and approximate weight of the materials. These weights 
must be noted on the way-bills governing the shipments. The 
local agents of the carriers are authorized to purchase sufficient 
supplies of grain doors, grain door lumber, or cooperage acces- 
sories, should supplies of these materials be exhausted. Ship- 
pers or consignees are not permitted to damage, destroy, appro- 
priate, use for illegitimate purposes, or use carriers grain doors, 
grain door lumber, or other cooperage material without specific 
authority from the carriers. 

Lining Cars 

When cars must be lined for the protection of freight, the 
tariffs of the carriers usually provide that such lining must be 
provided at the expense of shippers or owners of the freight. 

The carriers do not assume liability for leakage for the 
contents of such cars. When the cars are lined by the carriers, 
charges are made for the services. The Pennsylvania Railroad, 
for example, provides in its miscellaneous ‘services tariff, that 
lines for cars to be loaded with flaxseed at Buffalo, New York, 
when lined by the carrier, must be paid for at the rate of 
$5.00 a car.* 

Classification Rules Governing Dunnage 

The rules of the Consolidated Freight Classification provides 
the general regulations governing the use of bulkheads, parti- 
tions, and other protective devices used in transportation. In 
general, temporary blocking, flooring, lining, racks, standards, 
strips, stakes, or similar bracing, dunnage, or supports required 
to protect carload shipments and to make the freight safe for 
transportation are not considered as part of the cars unless 
otherwise provided in the rules. These materials must be 
furnished and installed by shippers at their own expense.° 

Shippers are required to observe the rules of the carriers 
regarding the safe loading of freight and the protections of 
equipment. Freight in closed cars is required to be loaded so 
as to prevent contact with the car doors while the cars are 
in transit. The lading must be distributed so that there is 
approximately the same weight on each side of the car. 

In general, the bulkheads, partitions, temporary doors, or 
door protection, must be furnished and installed by and at the 
expense of shippers, when such protection is needed to make 
bulk freight safe for transportation. No allowances are made 
except as otherwise provided for in the rules of the classification 
or in the tariffs of the carriers lawfully applicable, for the weight 
of the material that is provided for the protection of goods and 
the transportation charges are assessed on such materials at 
the rates applicable on the frfeight which the material accom- 
panies. Allowances are made of the actual weight, but not more 
than five hundred pounds a car, for the temporary blocking, 
racks, standards, strips, stakes, or similar bracing, dunnage, or 
supports used by shippers for the protection of freight on freight 
or gondola cars, provided such materials are required for the 
safe transportation of carload freight on such cars. In no case, 
however, shall less than the established minimum carload 
weights be charged.® 

Shippers are required to specify, on the shipping orders 
covering such shipments, the weights of the materials used. 
Otherwise, no allowances are made. If the weights of the 
temporary protective materials are more than five hundred 
pounds a car, the excess weight is charged for at the rates 
applicable to the loadings of the cars. No allowances are made 
for the weights of bracing, dunnage, or supports used by 
shippers for part carloads or excess of full carload or carloads, 
which are entitled, under the provisions of Rule 24 of the Con- 
solidated Freight Classification, to carload rates. 


Cooperage 
The carriers reserve the right in the uniform domestic bill 
of lading to have whatever cooperage or baling necessary to 
transport freight safely done at the expense of the owner of the 
freight, except where such services are necessary as a result 
of negligence of the carriers which has resulted in the breakage 


See G. O.-I. C. C. No. 13908, Item No. 3. 
” — Fret. Classification No. IV, Rule 30, Section 1, 
er. A. 
® Consolidated Fret. Classification No. 4, Rule 30, Section 2, 
Par. A. See also G. O.-I. C. C. No. 13908, Item 9. 
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of protections so as to make cooperage or baling necessary, 
The carriers over whose routes cotton or cotton linters are 
transported have the -privilege of compressing the cotton or 
linters into smaller bales of higher density a cubic foot for 
greater convenience in handling or forwarding. This service 
is at the expense and risk of the carriers. The carriers are 
not responsible for any deviations from route or unavoidable 
delays in having compression accomplished.’ 

Charges are made for paper and labor furnished by the 
carriers for the protection from’ cold of oranges, lemons, and 
other perishable freight, loaded in box cars. A typical miscel. 
laneous special service tariff provides that the following charges 
are to be assessed against shipments of perishables protected 
in this manner. 


For lining floor and sides Of & COP. cicicsviccscccsccesiawos $3.75 per ca) 
For lining floor, sides and ceiling of a car.........ee.0. 5.50 per car 


These charges may be paid by the shippers or billed against 
the property to be collected at destination.® 


Cleaning and Disinfecting Cars 


Cars used to transport live stock and perishable freight must 
be cleaned, and, in some cases, disinfected and fumigated. In 
case of quarantine, for example, the uniform live stock contract 
provides that live stock may be discharged at the risk and 
expense of the owners into quarantine depots or elsewhere, as 
required by the quarantine regulations or orders of the author- 
ities. If, for the carriers’ dispatch or convenience, the stock is 
unloaded at the nearest available point, the carriers’ liability 
for the property ceases when and where the stock is discharged. 
The property may be returned by the carriers at the expense 
of the owners to the points from which it has been shipped. 
Freight charges are payable for both the original and return 
movements. Quarantine expenses of whatever nature or kind 
on or in respect to the property are borne by the owners of the 
property. Such charges are liens on the stock until paid. 
Notice must be given by the carriers to shippers or consignees 
in event of quarantine. 

Unless the negligence of the carriers contributes proximately 
to the loss or damage, the carriers are not liable for loss or 
damage occasioned by fumigation or disinfection or other acts 
required to be done under quarantine laws or their enforcement. 
Shippers must hold the carriers harmless for any expenses they 
may incur or damages it may be required to pay because of 
quarantine.® 

Similar provisions are found in the uniform domestic bill 
of lading used in connection with the transportation of property 
other than live stock.” 

The charges assessed by the carriers, when they are required 
to clean and disinfect cars that have been or are to be loaded 
with live stock because of regulations of federal, state, county 
or municipal regulations, or when cleaning and disinfection of 
the cars is done at the request of shippers, are published in 
special service tariffs. A typical tariff provides that when the 
carrier performs the service, the following charges are added 
to the transportation charges: 


For cleaning and disinfecting, each single deck car........... $2.50 
RE I GROIN, Goa v6.0 «6:01 00:6. 0 0101 w bere 610: Sinleiace era: dobrermvermgveraceuei 4.00 


When the cleaning and disinfecting is not performed by the 
carriers but by others, the actual charges, but not more than 
those shown above, are added to the transportation charges. 
If the charges exceed $2.50 for single deck and $4.00 for double 
deck cars, the excess is assumed by the carriers. 

It is sometimes necessary to clean and disinfect all or 
portions of stockyards, pens, or chutes that have been used by 
shipments of live stock infected with contagious diseases. In 
such cases, the owners of the infected stock are required to 
reimburse the railroads for the labor and materials used in 
cleaning and disinfecting the railroad owned premises, and, in 
addition, fifteen per cent of the actual cost of labor and materials 
for supervision. 

An exception is made in cases where the cars, in which 
quarantine live stock has been handled, are furnished by the 
carriers for the transportation of other live stock from quaran- 
tine territories, and it is necessary that such cars be cleaned 
and disinfected in order to comply with governmental quarantine 
regulations. The cost of cleaning and disinfecting the cars is 
then assumed by the carriers that have furnished the 
equipment.” 

Rules of the tariffs governing the transportation of live 
stock provide that cars to be used for such traffic must be pro- 
vided with suitable bedding for the stock. No charges are made 
by the carriers if the bedding is furnished by the shippers. 
When the service is performed for the shippers by the carriers, 
charges of $1.25 a deck for sand, $1.00 a deck for shavings, and 
$1.25 a hundred pounds for straw are paid by the shippers to 


7™Uniform Domestic Bill of Lading, Section 3. 

sp. R. R. O.-I. C. C. No. 13908, Item No. 18. 

® Uniform Live Stock Contract, Section 1, Paragraph C. 

10 Uniform Domestic Bill of Lading, Section 1, Paragraph C. 

11 Pennsylvania R. R., G. O.-I. C. C. No. 13967; Rules and Regu- 
lations Governing the Handling of Live Stock; Item No. 1. 








Jan 


the 
the 
con 
des 


to | 
cal 
by 

an 
chi 


—— -—- - -« «+ Fr - 





, No. 1 


CeSsary, 
ers are 
tton or 
Oot for 
Service 
ers are 
Oidable 


by the 
1S, and 
miscel. 
charges 
Otected 


Per ca) 
per car 


izainst 


t must 
id. In 
ntract 
k and 
re, as 
uthor- 
ock igs 
ability 
arged. 
‘pense 
ipped. 
return 
' kind 
of the 
Paid. 
gnees 


lately 
Ss or 
* acts 
ment. 
they 
se of 


> bill 
perty 


uired 
aded 
unty 
mn of 
d in 
| the 
dded 


$2.50 
4.00 


the 
than 
‘ges. 
uble 


| or 
| by 

In 
| to 

in 
2a 
ials 


‘ich 
the 
‘an- 
ned 
ine 
| is 
the 


ive 
ro- 
ide 
rs. 
TS, 
nd 





u- 











January 2, 1926 








the carriers. If the charges are not paid by the shippers at 
the time shipments are made, they are entered on the live stock 
contract and waybilled as ‘bedding charges,” to be paid at 
destination. 

When the live stock is transferred en route from one Car 
to another, for the convenience of the carriers, bedding for the 
car to which the stock is transferred is supplied free of charge 
py the carriers. If the stock is reconsigned or rebilled in transit 
and a newly bedded car is furnished by the carriers bedding 
charges are made as though for a new shipment.” 


Slatting or Lining Live Stock Cars 


When cars are to be slatted or lined for the protection of 
live stock shipments, the labor and materials necessary to 
prepare the cars is supplied by and at the expense of shippers. 
If the carriers perform the services of lining and slatting cars, 
the shippers pay the actual cost of labor and materials by the 
carriers. Such charges are added to the transportation and 
other charges, and, if not paid at time of shipment, are added as 
advance charges to the billing, to be collected at destination.” 


eas 
2p, R. R. G. O.-I. C. C. No. 13967, Item No. 9, and Supple- 
ment 6. 
13Tbid, Item No. 10. 


—_——. 


ASHBURN ON WATERWAYS 


Brigadier-General T. Q. Ashburn, head of the Inland Water- 
ways Corporation, in an address before the Propeller Club at 
Brooklyn, N. Y., reviewed the steps that had led to the revival 
of transportation on inland waterways and declared he was 
convinced that no agency, other than the government, could 
have been successful in re-establishing service on the Mississippi 
and Warrior Rivers. Even the government, he continued, could 
not have carried this demonstration to the point where it 
could declare a 4 per cent dividend on the total investment in 
property and equipment, had not Congress created the Inland 
Waterways Corporation and clothed it with all the powers neces- 
sary to fulfill the object and purpose of its creation. Continuing, 
he said, in part: 


Private capital will undoubtedly invest in private and contract 
carriers, and do all it can to justify the creation of navigable streams, 
but to fully distribute the benefits of such cheap transportation re- 
quires, upon each river, a demonstration by the present fully em- 
powered governmental corporation is necessary until such time as 
the conditions precedent to success are established and private 
capital will invest in an operation no longer a hazardous venture. 
The sine qua non of successful common water carriage is coopera- 
tion with the railroads. 

The present rate structure of the railroads has been built up 
in such a manner that any suggestion of change meets instant op- 
position from a variety of groups which would be personally affected 
by such change. 


Picture, if you can, a transportation system ideally perfect. Im- 
mediately your mind reacts ‘‘An ideally perfect transportation system 
would be one rendering the most efficient service at the least cost.” 
All right. Carry your assumption further and consider this. If every 
form of transportation were absolutely free—if you paid for it in no 
manner whatsoever, even in the form of taxes, would it be unani- 
mously accepted—as desirable? Think before you answer. Having 
thought it over, the people of the United States would begin to di- 
vide with a large majority saying “No.” Only those least ad- 
—er placed in the scheme of transportation could afford to 
accept. 

Cities who labor at a disadvantage of transportation rates under 
Se Sees system would accept; those advantageously placed would 
decline. 

Industries which have lost their markets would accept—they 
would again have a chance to compete; while industries favorably 
placed would reject because it would encourage competition which 
does not now exist; railroad systems would be found arrayed on 
each side of the question. You perceive that this matter of rate 
readjustment, rail, water, and highway coordination and cooperation 
is not a mere proposition that can be solved overnight. It is highly 
complicated and complex. 

Today the Mississippi Valley contends that it is being penalized 
and stifled by the use of the Panama Canal, which it enthusiastically 
endorsed, and willingly paid taxes to construct. The railroads claim 
that they must enjoy the privilege of charging less for a transcon- 
tinental haul than for intermediate points in order to meet water 
competition. 

People of the interior do not view this problem in the same light 
as the people of the Mississippi Valley or the people of the seacoast. 
Each propounds its pet scheme, and each is willing to fight for it 
to the death to see that it is enacted into law, regardless of conse- 
quences to anybody but themselves. They demand changes in the 
rate structure for self regarding reasons. 

What is the broad ground on which we can reconcile these various 
interests? Surely it lies not in the enactment and enforcement of 
certain laws benefiting one locality at the expense of others. The 
answer must be sought in national considerations, and not local. Let 
us approach it with these considerations in mind: 

(a) The railroads must prosper; 

(b) The Panama Canal and transportation on interior waterways 
must prosper, in order to furnish cheaper and needed transportation; 

(c) The interior must not be penalized to furnish cheap tidewater 
transportation; 

(d) As everybody has been taxed, and will be taxed to pay for 
the Panama Canal and the making navigable of interior waterways, 
thus furnishing cheap transportation, everybody, in so far as prac- 
ticable, ought to reap the benefits of such cheap transportation. 

have mentioned before that the policy of the railroads, in ac- 
complishing their aim of the destruction of waterways, was to 
dangerously reduce their own system of rates for periods of years, 
in the hope that when water transportation on inland rivers was 
annihilated, they could raise their rates to a higher level dictated 
by the actual costs. 

This same history should seemingly be repeating itself before 
our eyes today, for there is at present a more potent water service 
(i. e. The Inland Waterway Corporation) and a more widely dis- 
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persed system of water and rail rates available to our commerce 
than has ever before existed, but there has emerged an entirely new 
principle in the public relations of water and rail carriers—a declara- 
tion of Congress of the policy to promote, encourage, and develop 
water transportation, and to foster and preserve in full vigor both 
rail and water transportation. Note that the transportation act of 
1920, in this declaration of policy, has for the first time, recognized 
the necessity of ‘promoting and preserving’’ any form of transporta- 
tion other than railroad, and further, that in that same act it makes 
the Interstate Commerce Commission its agent and authorizes it 
to so adjust and prescribe rates that the rail carriers can not engage 
in in destruction of water carriers. 

Under the Railroad Administration, railways and waterways were 
alike the wards of the federal government, and being used to ac- 
complish a common purpose, so that, at the close of the war, and 
while the Railroad Administration was still in charge of both, was a 
most propitious movement for the inauguration of the novel plan of 
causing the railways to pull in double harness with the waterways, 
and with this end in view, the Railroad Administration, under pres- 
sure from waterway advocates, granted certain joint rates and work- 
ing agreements over a limited territory and with limited participants. 

While the thing they granted in the way of joint rates and work- 
ing arrangements was but a small part of the thing asked and needed 
to make the Inland Waterway Corporation the valuable public serv- 
ant it might more quickly have become, the joint relations thus se- 
cured from the Railroad Administration did give the service its public 
value; enabled its savings to exert an immediate appeal to the public 
throughout the Mississippi Valley. The transportation act, 1920, 
ordered these joint rates continued, and the limited business thus 
built up enabled the barge line operated by the Inland Waterway Cor- 
poration to continue regular operation and build up its service while 
the appeal to the Interstate Commerce Commission for broader re- 
lations was being determined. 

No determination of these issues was had until February, 1923, 
when the Commission issued an opinion which approved substan- 
tially the same scope of territory of joint operations as had originally 
been asked of the Railroad Administration. It laid down some very 
well considered rules as a basis for the establishment of just divisions. 

As I have previously stated publicly, I consider that this ruling 
placed in the hand of the Inland Waterway Corporation, as the gov- 
ernmental agent designated to rehabilitate water transportation, the 
power to compel certain necessary arrangements between rail and 
water carriers—gave it the whip hand, so to speak, but on the con- 
trary left it in the power of the railroads to utterly discourage or 
destroy common carriage by water by private corporations or indi- 
viduals, until such time as this corporation shall have created the 
conditions precedent to success, i. e., a fair division of accruing 
revenue to the joint participants of rail-water carriage. 


During these years of struggle to carry out this defined policy of 
Congress, the Inland and Coastwise Waterways Service, operating 
the barge line, found itself so hampered, by laws, regulations, etc., 
the so-called ‘fred tape’’ of government operations, that the secretary 
of war was compelled to carry his difficulties to Congress, together 
with a proposed solution of them, which resulted in the enactment of 
the law creating the “Inland Waterways Corporation,’’ with all the 
powers necessary to fulfill the object and purpose of its creation. 
This is the agency through which the people of the United States 
are gradually reaping the benefits of rail and water cooperation, and 
this agency is, in my opinion, the only agency in existence in the 
United States that will ever be able to demonstrate that our national 
policy of making rivers navigable in the hope that cheaper trans- 
portation will benefit all the people who have been taxed to create 
these facilities, is not a colossal failure. The fruits of its successful 
operation are apparent today. It is successful. It could declare a 
net dividend of about 4 per cent on its assessed value for the year 
1925—the first year of free and untrammeled existence. It has rela- 
tions with 165 railroads and serves 39 states, and every day it is, 
by mutual agreements with railroads, Interstate Commerce Commis- 
sion decisions, settlements of disputes, etc.—building a broad founda- 
tion on which the complete rejuvenation of common carriers on all 
our navigable streams can permanently rest. It is your organization. 
Support us when we falter, encourage us when we succeed, condone 
our failures and our misfortunes—remember we are great pioneers 
to give you all cheap transportation, and that upon the success of 
this demonstration depends your hopes of coordinated rail-water-high- 
way transportation. 

Summing up, the best way to utilize our waterways is to in 
every way encourage the operation of private and contract carriers 
by individual and corporations, to encourage and help the Inland 
Waterways Corporation in its governmental pioneering for the re- 
establishment of great common carriers in coordination with, and not 
opposition to, the railroads. Let us not try to browbeat the rail- 
roads, restrict them by useless regulations. Remember that their 
welfare is absolutely essential to our national prosperity and to the 
welfare of millions of stock and bond holders, and that they are 
honestly endeavoring to find a happy solution whereby they can 
earn a fair dividend and furnish better transportation; remember 
the physical restrictions of waterways and the necessity of coopera- 
tion and coordination with the railroads to extend the benefits of 
cheap water transportation to all who have been taxed to secure it, 
and by your utilization of waterways demonstrate that such utiliza- 
tion helps the railroads by returning to them fourfold in manufactured 
products what is taken away from them in raw material by the water- 
ways; that cheap transportation will result in the creation and the 
development of manufacturing centers that will in time feed the rail- 
roads and make them prosperous; and that by the proper use of our 
waterways in cooperation and coordination with the railroads the 
latter will be saved a very large part of their billion dollars a year 
expenditure for ten years to meet the increasing demands of trans- 
portation. 

If you don’t, you yourselves will pay in some way, directly or 
indirectly, ten billions of dollars in the next ten years, which the 
railroads declare as necessary to expend to enable them to meet 
the expanding needs of commerce and transportation—that is, unless 
they coordinate and cooperate with waterways. 


NEW BARGES ORDERED 

The Inland Waterways Corporation has awarded a contract 
to Dravo Brothers, of Pittsburgh, for the construction of 10 
modern barges at a total cost of approximately $600,000. The 
barges, when completed, will be used in the Mississippi service 
between St. Louis and New Orleans. 

Brigadier-General T. Q. Ashburn, head of the corporation, 
with reference to proposals that the corporation establish a 
barge line service on the upper Mississippi, said he was of the 
opinion that, under existing law, the corporation did not have 
the authority to establish such service. ‘ 
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INTEREST ON REPARATION 


The Trafic World Washington Bureau 


The position of the Railroad Administration with respect to 
payment of interest on reparation awards by the Commission is 
set forth in the following statement issued by James C. Davis, 
Director General: 





In the disputed question of interest on reparation claims arising 
during federal control, the railroad administration will pay the judg- 
ment recently affirmed in the United States Circuit Court of Appeals 
in the Wilson case, and will not prosecute this case further. 

The opinion in this case was to some extent a divided one, ruling 
against the railroad administration in the matter of interest, and 
in its favor so far as costs and attorneys’ fees are concerned. 

In the future, where the only question involved is one of interest 
that has been allowed by the Interstate Commerce Commission, and 
the claims are not complicated with other doubtful questions, in- 
terest ordinarily will be paid. Claims that are barred by the statute 
of limitations, or where settlements have been heretofore made, will 
not be reopened or reconsidered. 


Director General Davis was asked for a statement regarding 
the situation with respect to interest on reparation, because 
agitation has been revived on that question. 

J. H. Beek, executive secretary of the National Industrial 
Traffic League, has had correspondence on the subject with 
Representative Newton, of Minnesota, a member of the House 
committee on interstate and foreign commerce. Mr. Newton has 
reintroduced a bill that would require the Railroad Administra- 
tion to pay interest. 

With Secretary Mellon, of the Treasury, becoming the 
agent of the President under the transportation act, January 1, 
the matter may be taken up with him. The legal department 
of the Railroad Administration, however, will be the same under 
Mr. Mellon as before, and, if its views are adopted by Mr. Mellon, 
there will be no change in the attitude of the Railroad Ad- 
ministration on the question of interest payments. 


REPARATION RULE MOVE 


The Trafic World Washington Bureau 


Claiming that the decision of the Supreme Court of the 
United States in the Sloss-Sheffield case, decided November 23, 
in effect, had overruled the Commission’s decision in Missouri 
Portland Cement Company vs. Director-General, 88 I. C. C. 492, 
Director-General Davis, by A. A. McLaughlin and Alexander M. 
Bull, has asked the Commission to reopen, for reargument or 
reconsideration, No. 14543, H. C. Farrell vs. Director-General, as 
agent, et al., 102 I. C. C. 455. As now advised he will ask for 
the reopening of No. 14445, George A. Fuller Company et al. vs. 
Director-General et al.; Nos. 12293 and 13555, W. L. Moody Cot- 
ton Company vs. Same et al.; No. 13511, Albers Milling Com- 
pany vs. Director-General, as agent; and probably others. The 
Missouri Portland Cement Company case itself is barred from 
further consideration. The Commission, at the time this was 
written, had actually filed the application in the Farrell case. 


The petitions in the other cases also had been sent to it for 
docketing. 


Broadly speaking, the Director-General is asking the Com- 
mission to go back to what he contends was its unvaried prac- 
tice prior to the Missouri Portland Cement case, of awarding 
reparation to the one who bore the freight charges as such. The 
rule in the Missouri Portland Cement case is that he is entitled 
to return of the money who has performed the physical act of 
paying money in compliance with the rate found unreasonable. 

The Director-General contended, as to the case at bar, that 
the decision in the Sloss-Sheffield case overruled the cement 
case, which, as to certain shipments in this case, was followed 
by division No. 3, in the Farrell case. On the main issue, the 
Director-General’s contention is as follows: 


There are 40 cars involved in the instant case. The complaint 
was dismissed as to three of them. It was held that on 26 cars 
the complainant had paid and borne all of the freight charges, and 
on two cars had paid and borne all of that part of the rate found 
excessive, and damages were awarded. On the remaining nine cars, 
however, Division 3 finds complainant entitled to reparation because 
hé paid the freight, although it states (page 457) that the freight, 
as such, was actually borne by the consignor. It is to these nine 
cars that this section of this petition is directed. On pages 457 and 
458 of its report, Division 3 says: 

‘In Missouri Portland Cement Co. vs. Director General, 88 I. C. C. 
492, we interpreted the law as not requiring us to go beyond the 
first step in the payment of freight charges. Following that case we 
accordingly further find * * * that complainant was damaged * * * 
in the amount of the difference between the charges paid on the 
37 shipments above described, and those which would have accrued 
at the rate herein found reasonable; * * *.’’ 

In the Sloss-Sheffield case the consignees paid the freight which 
was charged back to the consignor, who brought the suit. In the 
Missouri Portland Cement case the Commission says 6n page 493: 

“Defendant in reply cites numerous cases in which we have held 
that the party who actually bore the charges, as such, is the only 
one entitled to recover.” 

“Defendant’s statement of our practice in the past is accurate.”’ 

The Commission, for the reasons advanced in the report, changed 
that practice and held that the consignors, who paid the freight 
charges in that instance, could recover in their own right, even 
though they were reimbursed for the freight charges as such by 
the consignees. A reading of the Supreme Court’s discussion of the 
sixth contention of the defendants in the Sloss-Sheffield case, pages 
11 to 14 of the Advance copy of the opinion, shows beyond any 
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question that the court has approved the “practice in the past” of 
the Commission, and finds that the only party who can sue is the 
one who bore the freight charges as such. 

On pages 11 and 12 of the opinion it is said: 

“It is likewise settled by Southern Pacific vs. Darnell-Taenzer 
Lumber Co. (see 190 Fed. 659; 221 Fed. 890) that where goods are 
sold f. o. b. destination, it is ordinarily the seller who bears the 
freight, who suffers from the excessive charge, and who conse. 
quently is entitled to sue (citing cases).” 

Referring to the contract of sale in the Sloss-Sheffield case, the 
Court says (pages 12-13): , 

‘Its effect upon the consignor’s right to recover overcharges was 
carefully considered by the Commission in 1911 in Baker Mfg. Co. vs, 
Chicago & Northwestern Ry. Co., 21 I. C. C. 605. It was then held 
that the consignor must sue if goods were sold f. o. b. destination, 
This case has been consistently followed by the Commission since 
(citing cases including some later than the Missouri Portland Ce. 
ment case); and it was cited in Southern Pacific Co. vs. Darnell- 
Taenzer Lumber Co., 245 U. S. 531, 534. In the case at bar both 
the consignor and the consignees claimed reparation; and the Com- 
mission’s decision denying relief to the consignees seems to have 
been acquiesced in before that tribunal by all parties.’’ 

It is very significant that although the court cites a number of 
decisions of the Commission, some of them later than the Mis- 
souri Portland Cement case, yet nowhere does it make any refer- 
ence whatever to that case. It should be borne in mind that the 
theory of the majority in the Missouri Portland Cement case is that 
it is not necessary to go beyond the first step, meaning apparently 
the payment of the freight charges in the first instance to the car- 
rier. The court, however, in both the Sloss-Sheffield and Darnell- 
Taenzer cases does not consider the payment of the charges as the 
first step because, in each of those cases, it has gone farther and 
permitted recovery, not by the party who paid the freight charges 
in the first instance, but by the one who finally bore them as freight 
charges. The Sloss-Sheffield case upholds the reasoning of the dis- 
senting opinion of Commissioners Hall, Esch, Lewis and Cox, and 
not the theory of the majority. 

The Commission, is, therefore, asked to reopen this case and 
deny reparation on the ground that the Missouri Portland Cement 
case, upon which the decision is based, is erroneous and has been 
overruled by the Supreme Court. 


RAILROAD FUEL COSTS 


Total railroad fuel costs of Class I railroads for road locomo- 
tives in freight and passenger train service, switching and ter- 
minal companies not included, in the ten months ended with 
October, amounted to $271,728,983, as compared with $295,671,213 
in the same period of 1924. 

In the ten months ended with October, 79,470,682 net tons 
of coal were consumed, average cost per net ton, $2.73, as com- 
pared with 80,603,578 tons, average cost per net ton, $3.08, in the 
corresponding period of 1924. The total cost of the coal in the 
ten months ended with October was $217,334,932, as compared 
with $247,866,834 in the same period of 1924. 

In the ten months ended with October, gallons of fuel oil 
consumed totaled 1,710,085,800, average cost per gallon 3.18 
cents, as compared with 1,720,702,416 gallons, average 2.78 cents, 
in the same period of 1924. The total cost of fuel oil in the 
ten months ended with October was $54,394,051, as compared 
with $47,804,379 in the same period in 1924. 

In October, 8,992,228 tons of coal, average cost per ton, $2.66, 
were consumed, as compared with 8,573,775 tons, average cost 
per ton $2.85, in October, 1924. The total cost of coal in October 
was $23,888,957, as compared with $24,406,420 in October, 1924. 

In October, gallons of fuel oil consumed totaled 205,153,156, 
average cost per gallon 3.12 cents, as compared with 194,659,598 
gallons, average cost 2.82 cents, in October, 1924. The total cost 
of fuel oil in October was $6,404,749, as compared with $5,481,994 
in October, 1924. The total cost of coal and fuel oil in October 
was $30,293,706, as compared with $29,888,414 in October, 1924. 

The Bureau of Coal Economics of the National Coal Associa- 
tion, commenting on figures prepared from the monthly reports 
of Class I railroads to the Commission, states that the average 
cost of coal used by those railroads in locomotives in trans- 
portation train service in October was a little below similar fig- 
ures for the month of September. Continuing, the Bureau says: 


The average cost of this coal, which includes any freight charges 
paid on it by the consuming railroads, is given as follows: Eastern 
district, $2.65 per net ton; southern district, $2.19; western district, 
$2.99; United States,, $2.66. These figures are 2 cents below the 
average for September in the eastern district; no change in the 


southern district; 1 cent lower in the western district, and 1 cent 
lower for the entire country. 


When comparison is made with the averages for October, 1924, a 
decrease of 24 cents appear in the eastern district; 15 cents in the 
southern district; 16 cents in the western district, and 20 cents in 
the United States as a whole. Thus the Class I railroads of the 
United States saved nearly $2,000,000 in locomotive coal costs because 
of the decline in cost since the previous October. 


ABANDONMENT APPLICATIONS 


The Wilkes-Barre & Eastern Railroad Company has applied 
to the Commission for authority to abandon that part of its rail- 
road extending from a point near the intersection of its railroad 
with that of Wilkes-Barre Connecting Railroad just west of the 
Susquehanna River and in Kingston Borough, Pennsylvania, and 
extending to the end of the Wilkes-Barre & Eastern at Market 
street in the borough of Kingston, approximately one mile long. 

The Poteau Valley Railroad Company has applied to the 
Commission for authority to abandon its line of railroad from 
Shady Point to Calhoun, Okla., a distance of approximately six 
miles, on account of closing of coal mines at Calhoun. 
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January 2, 1926 


COMMERCE ACT AMENDMENT 


Editor The Traffic World: 

It seems necessary to amend the interstate commerce act 
in order that shippers may bring matters before the Commission 
that pertain to charges presented by the carriers two years 


after delivery of the shipment. It is hoped that Congress will 
act on the proposed amendment at the present session. 
Section 16, par. 3 (e) of the act, reads as follows: 


The cause of action in respect of a shipment of property, shall, 
for the purpose of the section, be deemed to accrue upon delivery, 
or tender of delivery thereof by the carriers and not after. 


It is suggested that, after the words “or tender of delivery,” 
the following words be added: “or after final payment of charges 
is made.” 

The reasons for advocating this change are as follows: 

Today the carriers may present bills for charges within 
three years after the delivery of the shipment, but the shipper 
cannot take the matter before the Commission for a judicial 
opinion before two years have elapsed, after delivery of the 
shipment. 

Practically every rate or tariff is capable of various con- 
structions. There are many disputes that come up over inter- 
pretations of rates and tariffs. 

Today, carriers may hold back presenting what they term 
is an undercharge until after two years have elapsed, and then 
insist upon payment, threatening to bring suit. The shipper 
must pay the bill or stand suit. There is nobody that can review 
the situation. 

The various business houses generally will not stand suit 
unless the amount is quite substantial that the carriers desire 
to collect. 

Recently carriers have presented bills for additional charges 
where the joint rate was higher than the sum of intermediate 
factors—a situation that the Commission has held for years as 
being unjust and unreasonable. The carriers were willing to 
go to the Commission and ask for reparation on the informal 
docket, but the Commission cannot lawfully receive the com- 
plaint because it is two years after the delivery of the ship- 
ment. Also during 1923 a wool shipper in Arizona routed a car 
to Boston, Santa Fe, G. T., C. V., B. & A. The carriers are on 
the third year presenting bills for more charges, claiming that 
the rate did not apply via the route shown on the bill of lading. 
It is impossible today to get an impartial ruling upon this 
matter. 

These simple illustrations show that any traffic man is 
placed at a great disadvantage. There is nothing to prevent any 
carrier placing, during the third year, any construction of its 
own upon a tariff, and the public must abide by it. 

In my own case the carriers consult with me on tariff mat- 
ters and we arrive at some common ground and agree to settle 
on a certain basis; then the delivering carrier undertakes to 
have the western carrier agree to the construction placed upon 
the item. A carrier refuses to agree; then the matter is re- 
opened. If two years have elapsed, then it is impossible to have 
the Commission rule upon it. 

The only method today that we can pursue is to file informal 
complaints on all matters that are in dispute, which is the only 
way to toll the statute of limitations. 

Perhaps some readers of The Traffic World have had similar 
experiences, would welcome a change in the law, and will give 
their aid in order that the amendment may be passed. 

H. A. Davis, Mgr. Transportation Department, 


Boston Wool Trade Association. 
Boston, Mass., Dec. 21, 1925. 


TESTIMONY IN DOCKET 17000 


Editor The Traffic World: 

Please be referred to page 1478, of The Traffic World, De- 
cember 19, 1925, which publishes abbreviated testimony in 
Docket 17000, of W. R. Bennett, president, Acme Brick Com- 
pany, and particularly to the following paragraph: 


Mr. Bell asked if it was not true that what the witness wanted 
was to have rates made on the basis of his competitive relation- 


ship. The witness, after some indirect replies, said, in effect, that 
was what he wanted. 


_ Your attention is directed to this paragraph solely in the 
interest of accuracy. Mr. Bell, counsel for carriers, asked a 
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direct question—if the witness did not want equal rates, say, 
from a point 150 miles from a given consuming point, with a 
plant located, say, 25 miles distant. 

Mr. Bennett replied emphatically that he did not; that his 
position was that all plants should be based on an equal mile 
for mile mileage scale, and not a competitive relationship such 
as Mr. Bell indicated by his question. The witness’s replies 
were directly in point. 

On continuation of this line of questioning by Mr. Bell, Ex- 
aminer Keeler interjected the statement, that the witness had 
stated he wanted a mileage scale—“Does that not answer your 
question, Mr. Bell?” 

The writer realizes the Commission does not decide cases 
based on evidence as reported by the press, but, in the interest 
of accuracy, and, further, to show that the southwestern brick 
manufacturer is not the narrow-minded individual that Mr. Bell 
attempted to show him to be, this matter is being called to your 
attention for correction. We hope you will see fit to publish 
the correct testimony of this witness. 

The transcript will bear out the foregoing. 

D. P. Harris, Jr., Traffic Manager, 

Dallas, Tex., Dec. 23, 1925. Acme Brick Co. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

In recent issues of your magazine Mr. Chandler and Mr. 
Wilson have mentioned lack of monopoly on part of a highway 
common carrier of the use of the public highway which that 
carrier utilizes as its right of way. The highway common 
carrier does not have a monopoly; he has better than a monopoly. 
Such truck operator, when complying with the state laws govern- 
ing use of the highways runs, in some states, all the trucks he 
pleases, and when and where he pleases. In those states requiring 
certificates of convenience and necessity (which the railroad must 
also have) the truck carrier is entitled to full use of the high- 
way just as though he privately owned it. When the bridge is 
washed out by the flood, the state, and not the truck operator, 
assumes the responsibility of replacing the bridge and making 
renewal of service possible. In most places, when the snow 
drifts on the highways, the state and not the truck operator, 
removes the snow from the road. The state, and not the truck 
operator, cuts the weeds along the side of the road. The land 
owners, and not the truck operator, fences the public highway. 
In case of flood, or snow storms, the railroad must, at its 
own expense, make operating possible; the railroad keeps its 
right of way clean and bears the expense of fencing it, and 
counstructing crossings. The taxes paid by the railroad in part 
go to pay the forces used in keeping the public highways in 
shape for vehicle operation. What more could the highway 
carrier ask for? Such a situation certainly is better than a 
monopoly where all expense of upkeep must be met by such 
carrier. The truck pays taxes, but no part of the truck taxes 
is used for the carrier’s right of way. 

Those who compare the land grants of the government and 
the states to railroads with grants of free use of the public high- 
ways to truck common carriers fail to see the error of the sup- 
posed analogy. The land grants in the nineteenth century made 
possible the great development of the West and South with the 
consequent increase in national wealth. Other grants to rail- 
roads in the form of land and bonds enabled communities and 
cities to obtain fuel, raw materials, and markets. In later years 
benefits given to new railroads were for the purpose of allowing 
certain sections of the country and certain cities better to meet 
the competition of other sections and cities. These railroads 
created new sources of supply, new markets, new communities, 
new traffic. Only when a motor common carrier is attempting 
to create new traffic, new markets, to develop new sections of 
the country does the analogy hold true. In most instances the 
truck common carrier is seeking a part of the traffic of other 
facilities of transportation, and usually picks the most profitable 
part of such traffic. The oft repeated analogy is erroneous. 
This fact should be thoroughly understood in fairness to the 
older forms of transportation and the new common carriers. 

To those who have thoroughly studied the motor trans- 
portation situation along with our transportation situation as 
a whole the conclusion can hardly be escaped that subjection 
of motor common carriers to the jurisdiction of the Commission 
would be beneficial to the railroads and boats as well as to 
the motors. If the motor carriers can more economically carry 
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a certain part of our traffic (and when the word economically is 
used, and consideration of all costs is meant) than the boats or 
railroads, then the motors should have the privilege of hauling 
that traffic. But every cost, present and future, must be con- 
sidered; the costs to older methods of product movement, the 
costs to the newer motor common carriers, and the costs to 
the shippers and receivers of freight. The Commission seems 
the logical body properly to handle this situation with the goal 
of greatest service to the public in mind. 

To bring about such jurisdiction could be readily accom- 
plished by adding traffic by motor highway carriers to the de- 
scription of common carriers in various sections of the interstate 
commerce act, as the pipe lines and wireless transmission 
facilities were added to agencies subject to the Act. The 
logically minded Commission would prescribe simple regula- 
tions governing issuance of certificates of convenience and 
necessity, publication of charges and other features of truck 
common carriage. 

Many shippers are very much discouraged over the per- 
formance of motor carriers as they have come and gone during 
the last several years. Promises were made that were not, and 
could not, be lived up to. Services were instituted at rates 
that were ridiculously low. No account was taken of the various 
cost entailed in motor common carriage of products. Motor 
operators tried to straddle the fence between common carriage 
and private carriage. Under appropriate state and federal regu- 
lation, no individual or company would be allowed to operate 
as carriers for public hire unless rates would be charged which 
would make possible a reasonable profit under efficient manage- 
ment; efficient management would have to be assured the reg- 
ulatory body. Efficient management would mean knowledge and 
experience of and in truck operation, making of rates in accord- 
ance with traffic principles, and a knowledge of transportation 
practices, as well as sufficient financial stability to attract con- 
fidence of the public and insure meeting promptly of all loss 
and damage liabilities. 

To permit indiscriminate operation of truck common carriers 
over the public highways makes a hazard of the investment of 
truck operators, of the investment of other transportation facil- 
ities, and the investment of shippers and receivers of freight. 
In the interest of all concerned adequate regulation should be 
had as before mentioned. Taxation is so important a problem 
that it warrants a separate discussion. 

Not only have the mistaken viewpoints of monopoly and tax- 
ation been put forth, but some zealots have even made the state- 
ment that truck operation does not wear out the highways. 
Anyone connected with truck operation in France during the 
great war will quickly inform you that the constant day and 
night pounding over the roads of heavily loaded trucks did wear 
out the roads. Imagine every pound of freight now being carried 
between St. Louis and Chicago by railroads being moved by 
trucks over the public highways. How long would the roads 
stand up under the strain? Common sense is needed in con- 
sideration of this problem; and facts should be given their 
proper place in such study. 

W. E. Aebischer, Traffic Manager, 
Winchester Simmons Company, of Chicago. 
Chicago, Ill., Dec. 21, 1925. 


BARGE CANAL COSTS 


Editor The Traffic World: 

My attention has been drawn to an article under the sub- 
ject of “Barge Canal Costs” in The Traffic World November 28, 
page 1288, signed by Mr. Julius H. Parmelee, Director Bureau 
of Railway Economics. This letter is in reply to my letter of 
June 27, in which I presented some “critical comments on 
Bulletin 293 of the Bureau of Railway Economics.” 

Mr. Parmelee states that I challenged certain facts set 
forth in Bulletin 293. If Mr. Parmelee will read my former 
letter I am sure he is fair enough to see that I have not chal- 
lenged the facts, but have challenged the errors that appeared 
in Bulletin 293, and which are manifest to a careful reader. 

As to the matter of charging interest, maintenance and 
operation against the cost of haul by water, I am not going to 
argue that question with Mr. Parmelee at this time. That is 
a question of policy, and, if entered into, may lead to far- 
reaching arguments not especially pertinent to the question at 
issue. It has seemed to be the policy of the federal government 
and the state governments to open our highways and water- 
ways to the public free of cost. The object of this is to foster 
a better means of communication. 

The federal government, the states, municipalities and 
communities also appropriated vast areas of land and large 
sums of money to the construction of railroads for which, in 
most instances, no return has been made other than the op- 
portunity to use the railroads. 

I have assumed in my discussion that the cost of haul on 
the barge canal should include interest and maintenance charges, 
in common with practice pursued by Mr. Parmelee. I must, 
however, respectfully disagree with him as to the amount to be 
charged for interest. Most of the canal bonds bear 4 per cent 
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interest, and, as pointed out by Mr. Parmelee, were sold at 4 
premium. These bonds are still quoted on the open market at 
prices above par. The cost of selling the bonds and the cogt 
of administration by the state treasurer and other state officers 
was charged as a part of the capital cost. The cost of paying 
the interest on the bonds and such other administrative charges 
as are pertinent to this interest charge are very ligh. If 1 per 
cent must be charged in addition to the interest rate actually 
paid by the state it would mean an annual charge of $1,700,009 
for administsation. Manifestly, this is excessive, and exceeds 
the total cost of “personal services” in connection with the 
operation of the entire canal system. 

Another point on which I agree with Mr. Parmelee is that 
the canal is not yet completed. That was understood when the 
canal was thrown open to traffic, and as a member of the ad. 
visory board planning the operation of the canal, I urged ade. 
quate appropriations for auxiliaries, such as bank protection, 
changes in the plans of some of the structures which had shown 
their weakness, procuring extra parts to be used in Cases of 
emergency, procuring and equipping large maintenance plants 
and other matters properly chargeable to capital cost. It is 
noted by reference to the reports of the superintendent of 
public works that many of these appropriations are being made 
from year to year. Although these are proper capital charges, 
the superintendent is carrying them under the general head of 
“operating expenses,” but with a sub-head of “construction and 
permanent betterments.” The amounts carried under that item 
are as follows: 
aa ehateca arate aaa wate $326,230.65 POEL. ciscidcivicciesscewcle ee eeeeeee 
PD decals weneie women 772,141.67 SR. igi ciate emrecorm tiatere aces 345,262.69 

Quantities appropriated for this item since that date are not 
available in this office. It is probable, as noted by Mr. Parmelee, 
that large additional sums will be necessary to properly complete 
the canal and equip it for economic operation. The expenditures 
will be large until such equipment has been provided, but after 
that date the cost of maintenance and operation should be de- 
creased. Mr. Royal K. Fuller, superintendent of canals, says the 
expenditures for maintenance is high because of the necessity of 
employing contractor’s plant not altogether adapted to this work, 
and the cost is made high for the further reason that contractor’s 
profits must be added. 

The question of tonnage capacity of the canal is, of course, 
a moot question. Inasmuch as Mr. Parmelee has quoted the 
superintendent of public works on this subject, I also venture 
to quote him. In the report for 1924 he says: “That there is 
disappointment is evidenced by the fact that the barge canal 
last season, which was its heaviest tonnage year, carried approxi- 
mately only 10 per cent of its estimated capacity.” The tonnage 
for 1924 was 2,032,317 net tons. Evidently, he is estimating on a 
basis of 20,000,000 ton capacity. It must be remembered more- 
over that the canal system in the state of New York is made up 
of several and distinct canals, each of which has the same capac- 
ity. The Erie Canal, is, of course, the most important and at 
present carries the largest tonnage. The Champaign Canal, next 
in importance, is entirely separate and distinct from the Erie 
Canal, and has vast tonnage of raw products from the forest and 
mines that promise to develop into very important tonnage— 
probably some day exceeding the tonnage of the Erie Canal. Like- 
wise the Cayuga-Senca Canal and the Oswego Canal are separate 
from the Erie Canal though they do empty into the Erie Canal at 
their terminus. So, in computing the total tonnage of the barge 
canal system, it is not beyond reason to say that its tonnage 
capacity equals or exceeds 20,000,000 tons. 

As to the question of advisability or wisdom in expending 
money for barge canal terminals and elevators—that is a question 
of opinion. Mr. Parmelee points out that many thousands of dol- 
lars have been unwisely expended for these items, and that they 
have not yet been used to their capacity. He might have added 
neither has the canal system been used to its capacity, nor are 
the railroads used to their capacity in the early stages of their 
operation, and, in fact, many of the railroads are not yet used to 
their full capacity. The wisdom of constructing these terminals 
and elevators is yet to be determined. They are being used more 
and more as the years go by, and traffic increases on the barge 
canal. As supporting evidence Mr. Parmelee quotes from the 
Superintendent’s report of 1921, page 33 that “no attempt what- 
ever has been made to place the New York City terminals on a 
profit making basis.” In fairness, Mr. Parmelee should have 
quoted the entire paragraph from the Superintendent’s report 
which reads as follows: 

With no attempt to place the New York City terminals on a 
profit-making basis, the record made during the year, which was 
marked by severe industrial depression, indicates the immense 


value of the state’s waterway plan in the metropolitan district. 
The total received far exceeds the amounts expended for mainte- 


nance and operation. 

As to the income of the state from terminals and other 
sources due to the construction of the Barge Canal, I quote the 
following receipts: 


aie oie aipleietniGieie Wisians $ 95,948.00 1921 ............0---$191,586.11 
BOO scsindeneasicmesiens BUESOECS 8 FGES cicscicceccosenss 209,305.54 


If the use of these terminals and income therefrom increases 
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with the use of the canal until transportation has reached its 
maximum capacity, it is conceivable that the income from ter- 
minals and other sources might not only pay for their mainten- 
ance and operation of terminals, but also for a large part of the 
maintenance and operation of the canal system generally. 
Regarding the income from the grain elevators, the first ele- 
vator to be placed in operation was the one at Gowanus Bay. 
Contract for that elevator was let on April 19, 1921, and to the 
pest of my recollection, was placed in operation on the fourteenth 
day of August, 1922, at a contract cost of $1,950,000.00. The in- 
come from the operation of this elevator for the fiscal year ending 
June 30, 1925, was $169,330.00. The operating expenses for that 
year were $176,538.00. The superintendent says in his report: 


“The rates adopted for the handling of grain are moderate in 
amount and yet sufficient with the immense volume of business to 
be done to render the elevator self-supporting. 

He also says: 

The completion of the elevator is regarded as an event second 
in importance only to the finishing of the barge canal itself. Its 
beneficial effect to the transportation of grain to New York Harbor 
cannot be magnified. 


The rates fixed for the use of the Gowanus Bay elevator 
for elevation, delivery, 15 days storage and cleaning amounts to 
% of a cent per bushel, whereas in commercial elevators along 
the Great lakes the rate for similar service is 1% cents per 
bushel. In other words, according to the superintendent the ele- 
vator is practically self supporting and in addition is saving the 
shipper % cents per bushel for each bushel of grain handled by 
this state elevator. This saving should approximately equal the 
income to the state from the use of the elevator at one-half the 
customary rate. Therefore, New York’s contribution to the farm- 
ers and shippers from the use of the elevator should exceed 
$150,000.00 annually. 


I respectfully submit that, after giving these matters second 
thought, Mr. Parmelee will agree that there is justification in 
subtracting the cost of terminals and elevators from the capital 
cost of canal construction. While their use may not pay in 
dollars and cents for the total cost of operation and interest 
charges, their use does seem to justify their construction, and 
justify the statement that at least a part, if not all, their cost 
should be entirely separate from canal construction. 


Now we come down to the computation of cost of trans- 
portation by water over the barge canal. Bulletin 293 on page 9 
contains a table showing the cost of transportation based on the 
traffic of 1922 and 1923. It will be noted in that table that the 
“cost of operation, maintenance and repair’ is less than half 
the capital cost, and for the year 1922 such cost amounted to 
8.53 mills per ton mile. This was based on a traffic of less than 
2,000,000 tons. 


We now turn to the table based on a capacity tonnage 
through the Canal. In that table with a tonnage according to 
the author of about 7% times the tonnage of 1922 he says the 
cost of “operation, maintenance and repair” is 7 mills per ton 
mile as against 8.53 mills per ton mile for the traffic of 1922. 
Evidently Mr. Parmelee expects the annual cost of maintenance 
and operation of the barge canal to be from one-tenth to one- 
eighth its total construction cost. In order to obtain “the cost 
of capital” per ton mile of 2.99 mills Mr. Parmelee must have 
used a ton mileage of 2,842,810,000. This figure divided into his 
assumed annual cost of capital, i. e., $8,500,000.00, produces 2.99 
mills. To obtain the cost per ton mile for maintenance and 
operation he, of course, would have to use the same ton mile- 
age. Therefore, he must have assumed an annual operating cost 
of approximately $19,900,000.00. I reproduce his table inserting 
a figures that he must have used to produce the results 
shown: 


Per Ton-Mile 

Assumed ton miles, 2,842,810,000 Cents 
Cost of capital ($8, 500, 000) en ee ee eee 0.299 
Cost of operation, maintenance and repair ($19,900,000) ane 
Boatmen’s charge fof CONVEYANCE. ....ccccccccesccvcccees 0.500 





OG GORE WOR TORTS ooo 0 6c eeeteinin 005% 040 See' 1.499 


As stated above, it will be noted that this computation must 
be based on an annual maintenance cost of nearly $20,000,000. 
Surely Mr. Parmelee cannot expect such a maintenance cost. 

In this connection the cost of operation and maintenance 
on some of the principal Federal waters is of interest. The 
following table is produced from the report of the chief of 
engineers for 1925: 


COST OF OPERATION AND MAINTENANCE OF WATERWAYS 
AND CANALS 


as given in 1925 Report of Chief of Engineers, U. S. A. 


Operation and % of 
Nam Year Maintenance Capital Cost Cap. Cost 
St. wens River & Soo 
IED sleiewienistbiow See 1925 $384,856.65 $26,413,737.50 1.5 
Illinois & Mississippi 
(Hennepin Canal)... 1925 133,782.46 7,547,278.04 1.8 
ORIG: TRIVGE ods sceecsccs 1925 1,617,824.30 58,219,649.16 
Monongahela River .... 1925 516,229.00 10,882,318.00 4.75 


Mississippi River between 
Missouri River and Minneapolis 
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Channel improve- - 
errs ae 1925 


186,029.64 36,847,677.06 

Keokuk Lock ....... 1925 21,724.63 640,868.00 
Moline Lock and Dam 1925 5,875.01 386, 000.00 
LeCiaire Canal ..... 1925 ae 1,666,741.29 
LeClaire Lock ...... 1925 6,377.65 516,759.73 
Snagging and 

dredging 
Upper Mississippi .. 1925 22,071.34 
Twin City Lock and 

ee ee 1925 20,130.20 1,948,772.95 
Operation and Care of 

Reservoirs at head- 

waters of Missis- 

en 1925 16,989.00 754,677.11 

Total for Mississippi Riv. 1925 279,197.47 42,761,496.14 .65 


Grand Total 1925 2,914,900.88 145,824,478.84 2.0 


The average operation and maintenance cost is 2 per cent 
of capital cost. 

The total operation and maintenance cost of these water- 
ways is very nearly equal to the average for the New York 
Barge Canal for the year 1919-23, inclusive, plus the amounts 
charged to permanent improvements. 

In my former letter I used a capacity of 4,195,000,000 ton 
miles and a canal capacity of 15,000,000 tons. The ton mile 
capacity may be large, but as traffic increases the length of 
haul increases, as noted by the reports of the Superintendent 
of Public Works. For example, in 1922 the average haul was 
194 miles. In 1923 it was 203 miles and in 1924 it was 220 miles. 

The cost of haul that I computed in my former letter was 
based on the above ton miles of traffic and 4 per cent on 
$170,000,000 which Mr. Parmelee estimates as the canal cost 
including terminals and elevators. By accepting these figures 
Mr. Parmelee computes another table showing cost of haul but 
insists that the item for maintenance should be three times the 
interest charge. 

The following is his table with the figures inserted: 


Mills 
Cost of Capital ($6,800,000 divided by 4,195,000,000 ton miles 1.62 
Cost of Operation, Maintenance and Repai irs— 


($20,975,000 divided by 4,195,000,000 ton miles).......... 5.00 
Boatmei s CHATHS TOF CONVOFERCE . 6 6. 6:600:0:0:0:0:06:060 010460060064 - 4.50 
ee DO. ee a6 6 hie i ose OOS Ree ow i raweeeinds 11.123 


The total amount appropriated by Congress for maintaining 
all the rivers and harbors of the United States and Insular 
Possessions is only $17,000,000 per annum. 

I reproduce below the table I submitted in my former letter: 


Per Ton Mile Per Ton Mile 


(Author) (Corrected) 
cents cents 
ee GE, - MR, 6 cis crisceonuniew<cotnaawhear 0.299 0.162 
Cost of operation, maintenance and repair 0.700 0.071 
Boatmen’s charge for conveyance.......... 0.450 
Total cost Per tOM=WMIIE. o...6:0:0.6:6:0-0100 000 1.499 0.683 


I urgently request Mr. Parmelee to show any error of com- 
putation in my table. He may honestly disagree in the ton mile 
traffic, i. e., 4,195,000,000, and also in the annual cost of main- 
tenance and operation, i. e., $3,000,000, but I am sure that your 
readers will be interested to know how he arrives at the item 
of 7 mills in Bulletin 293 or 5 mills in his letter, and how he 
can justify such a charge, which is 2-1/3 to 3 times the charge 
for capital cost. Mr. Parmelee says: “That Bulletin 293 was not 
propaganda, and the scientific accuracy of the work done by the 
Bureau of Railway Economics during its more than fifteen years 
of service seems to me prima facie evidence.” Mr. Parmelee 
also owes it to the readers of the Bulletin sent out by the 
Bureau of Railway Economics to make this correction, or 
acknowledge that he has made a mistake in placing his decimal 
point. M. G. Barnes, Chief Engineer, 
Division of Waterways, Illinois Department of Public Works 

and Buildings. 

Chicago, Ill., Dec. 22, 1925. 


STRENGTH IN OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


While the full cargo market appeared weak and listless this 
week, with reduced rates on several vessels which owners were 
anxious to get fixed for immediate shipment, there were evi- 
dences of strength in conditions that might easily bring about 
sharp advances within the next several weeks. The compara- 
tively low level of rates at present is due to the number of 
vessels arriving with coal from Great Britain, thus creating a 
surplus of space here available for return cargoes. If the ne- 
gotiations for settlement of the anthracite strike are successful, 
this movement will come to an end suddenly and will result in 
a diminished supply of steamship tonnage. Higher rates will 
be necessary to induce shipowners to send their vessels here 
in ballast for outward cargoes. 

Another factor in the situation is the competition of the 
River Plate, where the market has shown steady improvement 
recently. At the present rate of progress, shippers will find it 
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more profitable to send their ships on round voyages to the 
Plate than to New York. 

The Pacific coast situation is also stronger. Recently 36 
shillings a ton was paid for a February cargo of grain from 
the north Pacific to the United Kingdom; 23 shillings six pence 
for similar freight from South Africa to the United Kingdom; 
and 44 shillings from Victoria to the U. K. These figures rep- 
resent an advance from 30, 22 and 38 shillings, respectively, 
without a real break in the upward trend. 

A number of shippers appear to have postponed covering 
their requirements in anticipation of further reductions in rates. 
There is nothing in sight at present to justify their expectations. 
From present indications a level on heavy grain on the basis 
of three shillings from the north Atlantic to the United King- 
dom, 13 cents to the Continent, and 16 cents to the Mediter- 
ranean is the lowest level. 

The Gulf Conference, composed of the Luckenbach Steam- 
ship Line and the Pacific-Caribbean-Gulf Line, has announced a 
ten per cent increase in seasonal commodities, such as canned 
goods, beans, peas, dried fruit, wool and mohair, effective March 
1, and a similar advance on general cargo, effective on January 
15. These increases, except for a few minor commodities, put 
Pacific coast-Gulf rates on a parity with the north Atlantic. The 
new rates apply to New Orleans, Mobile and Houston. Cor- 
responding advances have been announced by Swayne & Hoyt 
to Tampa, to which the general rate levels are about one-third 
higher. 

A heavy eastward movement of seasonal products in the 
intercoastal trade is expected by local steamship officials in 
February because of the higher rates becoming effective in 
March and also because of the fact that commodities delivered 
on the wharves on that date will escape local taxes. 

A new through rate of $13.75 a ton has been made on canned 
pineapple from the Hawaiian Islands to the Gulf and Atlantic 
ports by the eastbound intercoastal conference. This rate, 
coupled with the recent reduction of 25 cents a ton from the 
islands to Los Angeles and San Francisco, makes the direct 
Atlantic coast rate 75 cents a ton higher than the present rate. 


PANAMA CANAL TRAFFIC 


Twenty-two commercial vessels transited the Panama Canal 
on December 3, paying tolls to the amount of $109,306.47, ac- 
cording to the Panama Canal Record, which says: 


This is next to the highest amount of tolls ever collected by 
the Panama Canal in one day, exceeding the tolls collection of May 
2, 1924, by 46 cents. The highest single day’s tolls collection was 
$136,604.77, on May 25, 1923. 

The traffic on December 3 was very evenly divided, there being 
11 commercial vessels each way. Usually Pacific-to-Atlantic traffic 
shows a higher tolls collection than traffic the other way due to few 
vessels being in ballast when bound for the Atlantic, but on December 
3 the tolls collection from Atlantic-to-Pacific (southbound) traffic was 
the greater by $1,253.97. 

This is the second day within two weeks on which traffic through 
the Canal has been exceptionally high, there having been 23 com- 
mercial transits on November 23, with a tolls collection of $102,347.02. 
The closing months of the calendar year 1925 should be the best of 
the year. Traffic through the Canal in November was heavier than 
any month since December, 1924, and the indications are that the 
current month’s traffic will be large. 

During the month of November, 90 tank ships transited the 
Canal, with an aggregate net tonnage, Panama Canal measurement, 
of 521,078, on which tolls of $446,388 were paid. This is the largest 
number of tank ships transiting the Canal for any month since March, 
1925. In point of net tonnage, tanker traffic for the past month 
showed an increase of approximately 11 per cent over the same 
traffic for the corresponding month a year ago, although the cargo 
tonnage for the past month was only 94 per cent of the cargo ton- 
nage for November, 1924. 

The increase in tanker traffic for the past month was primarily 
due to the large number of vessels transiting from the Atlantic to 
the Pacific in ballast. This should result in increased shipments 
from west coast ports during the present month. 

Tank ships compvised 21.2 per cent of the total commercial tran- 
sits of the Canal during the month; made up approximately 25.7 per 
cent of the fotal Panama Canal net tonnage; were the source of 23.8 
per cent of the total tolls collected; and carried approximately 20 
per cent of the total cargo in transit through the Canal. 








LINE OFFERED FOR SALE 


The Shipping Board has authorized the Fleet Corporation to 
ask for bids for the American Republics Line, which maintains 
a freight service between New York, Boston, Philadelphia, 
Hampton Roads, Baltimore, Jacksonville and Savannah, and 
ports on the east coast of South America. The line is being 
operated by the International Freighting Corporation, which has 
asked to be relieved as managing operator. The Munson Steam- 
ship Line, which bought the Pan America Line, was interested 
in the American Republics Line as a possible purchaser some 
time ago. 


OCEAN-BORNE COMMERCE 


American vessels in the ten months ended with October 
carried 34.6 per cent, by value, of domestic exports of the United 
States in foreign trade, and 31.7 per cent of imports, according 
to the monthly summary of foreign commerce issued by the 
Department of Commerce. The percentages for the correspond- 
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ing period of 1924 were 38.7 and 32.7, respectively. The detailed 
figures follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF 
‘ CARRIAGE 





October 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
I Bios isiciacwenssvoaes 18,265 482,921 310,752 374,104 
Land vehicles .... 46,807 55,653 30,705 37,689 
ENE, ao onio-caciatseresies 2,157 2,591 9,387 11,466 
ME Rs bs ids eewsseescqneec 469,301 424,677 270,660 324,949 
American vessels (total) ...... 168,906 148,682 73,988 96,649 
Foreign vessels (total) ........ 300,395 275,995 196,672 228,300 
NEIL. cc Gaearecereicieioniecratareareseis 2,808 2,395 667 67 
BE cicadieiagawcocncwsicas were 172,177 143,071 99,453 118,007 
EEE. ac arorsiecorargid.ciesisarnieean aac ,509 10,131 6,586 3,241 
Gane ie 16,949 7,057 10,558 11,712 
DEE: Sadervcacswecawecinoanics 11,385 17,755 12,837 14,021 
MNS, aisceicwrasainierere@sareeromesio-es 17,471 15,710 5,631 9,394 
I carorarearercacatieiacrenieraaielstac 13,197 16,885 8,937 7,171 
Se ea 23,133 21,428 27,798 40,841 
REE, Siorceeesnaeoaieeice 14,890 16,961 12,063 11,262 
REEL 1st Neesiniralewaleweletinies 7,582 5,134 1,394 1,908 
Sweden ..... sala aiaetliaranavakg-esnrel tacos 6,300 3,270 2,303 2,620 
BE GEE —wacmcvewressen sic sie 4,994 6,198 »445 7,449 
Per cent of water borne: 
In American vessels ......... 36.0 35.0 27.3 29.8 
In foreign vessels ........... 64.0 65.0 72.7 70.2 
Ten Months Ending October 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
GL OIE pede tices ca tccnescten 3,572,610 3,919,981 2,980,623 3,453,606 
TONE VORICIES oocccccccccccce 445,018 512,986 295,898 313,16 
EE EE. ecinnoceeesccccuwe 18,002 21,511 88,463 102,116 
EE Rho SieccMsccodipiwenscs 3,109,590 3,385,484 2,596,262 3,038,325 
American vessels (total) ...... 1,202,044 1,171,781 849,119 962,594 
Foreign vessels (total) ......... 1,907,546 2,213,703 1,747,143 2,075,731 
SNE, cad Grbediewereweaenemieleura 28, 30,95 »24 8,622 
. era ee 1,031,780 1,149,760 919,381 1,124,123 
MEE |. dca cctirrg be oniniees caceuris 70,314 515 54,51 47,327 
ES. cava aratgivioleiso ecawtedneeariocion 94,960 140,051 78,364 95,040 
RR ete 92,375 108,691 112,110 116,387 
ee ee 116,374 134,501 59,088 63,927 
REEL co ctiaiwionewers wee nereass 93,148 121,930 50,020 57,257 
EO I Oe 129,539 133,001 202,681 310,569 
OE eee 109,207 145,88 158,192 39,727 
RE, Gotuncceereebocsneenee 50,550 50,138 14,429 12,782 
GEE, ccs nice deiccmseicoees: eos 40,806 43,502 32,538 30,097 
TE I~ 6 sic Niccwicn dowcicnusens 9,556 72,539 56,577 69,873 
Per cent of water borne: 
In American vessels......... 38.7 34.6 32.7 31.7 
In foreign vessels ........... 61.3 65.4 67.3 68.3 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED IN 
FOREIGN TRADE 


October 

Entered Cleared 

1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
tons tons tons tons 
LES cs seeeewocek beounetawere wens 6,492 6,340 6,804 6,572 
REESE OEE Ae 4,321 4,602 5,686 5,182 
By EE cen sudncicecsecsebucasieecaes 2,171 1,738 1,118 1,390 
RUMOTICER CUStAD) 6c c.c cesiiinccccccvcesc 2,695 2,805 2,922 2,991 
Es cdin cio as ncteesesievinesees 1,824 2,158 2,116 2,03 
IIS. «darn ciarareicncunierecisterereine Waisinoans 871 647 806 953 
Forei ME ‘dercouaesaNuccweeeueoew 3,798 3,535 3,881 3,581 
With cargo ...... asian alee aiiiew: ate ator 2,496 2,444 3,570 3,144 
EE Sick we Gaerewrrendiee seaenandene 1,302 1,091 311 437 
Per cent American vessels........ 41.50 44,25 42.96 45.51 
Per cent foreign vessels .......... 58.50 55.75 57.04 64.49 
Ten Months Ended October 

Entered Cleared 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
tons tons tons tons 
, idicemeie cae viecesnne saieccaseerans 57,253 57,843 658,238 69,228 
OR MIEN ccc pseceucvasesewaseceen 40,545 41,870 465,247 45,870 
Oe — ee er 16,708 15,973 12,991 13,358 
American (total) .....c.csce uicnmen 24,620 23,005 25,327 23,487 
TRIE 5.0 4aickes esi omeitinencieves 17,772 17,279 17,339 16,097 
SAMI ai. dhsckeicvaavcin- wake aaron earomie 6,848 5,726 7,988 7,390 
DE OUD gicwsiacabcouvsceuewege 32,633 34,838 32,911 35,741 
TEED ei. canes ccmecneecevoenses 22,773 4,591 27,908 29,773 
De EE, eiiciabloecesiavacwsewsncenes ,860 10,247 5,003 5,968 
Per cent American vessels ....... 43.01 39.77 43.49 39.65 
Per cent foreign vessels ......... 56.99 60.23 56.51 60.35 


SALE OF VESSELS 


Chairman O’Connor, of the Shipping Board, has announced 
the sale of three vessels to the Alaska Steamship Company, of 
New York City, for $270,000 cash, subject to the customary bot- 
tom examination. The vessels are the Jeptha, Depere and 
Derblay and are of the two-deck type of 5,127, 5,136 and 5,118 
deadweight tons, respectively, built by the Hanlon Dry Dock 
& Shipbuilding Company late in 1920. These are the only re- 















Januar) 


maining 
chased 

four otl 
cern bé 
salmon 


At 
Fleet € 
as yice 
$1, sai 
have 4 

“Ty 
they W 
legisla 
meat 
scone! 
ican 0 

PI 
Fleet 


T 
issued 
traffic 


TI 
up to 
crease 
Lawré 
of got 
crease 

W 


draft 

Lawr 

upon 
T 


the si 
185,06 
110,00 
of su 
comn 


carge 
Cana 
cargé 
from 
item: 
clude 
Atlai 








No. 1 


tailed 


37,689 
11,466 
324,949 


96,649 
228,300 


102,116 
038,325 


962,594 


45.51 
54.49 


ober 
red 


1925 

1,000 

tons 
69,228 
45,870 
13,358 


23,487 
16,097 
7,390 








January 2, 1926 


maining vessels out of a group of ten, two of which were pur- 
chased by the Alaska company for use in its Alaskan service; 
fur others having been purchased for operation by another con- 
cern between Baltimore and Porto Rico, and one other by a 
salmon concern for operation with its fishing fleet. 


KEENE FOR GOVERNMENT AID 


At a dinner given for him by the traffic department of the 
Fleet Corporation, December 29, W. B. Keene, whose resignation 
as vice-president in charge of traffic became effective December 
31, said that American ships, to compete in foreign trade, must 
have aid in some form to offset handicaps in operating costs. 

“The American people have said in no uncertain terms that 
they want an American merchant marine,” said Mr. Keene. “Our 
legislators should cut through the trimmings and get to the real 
meat of the problem and agree upon the form of the aid. The 
sooner that is done, the sooner we will have a permanent Amer- 
ican merchant marine, privately owned and operated.” 

President Crowley and a number of department heads of the 
Fleet Corporation were guests at the dinner. 


GREAT LAKES-ST. LAWRENCE TRAFFIC 


The Great Lakes-St. Lawrence Tidewater Association has 


issued the following statement on Great Lakes-St. Lawrence 
traffic in 1925: 


The 1925 shipping season on the Great Lakes-St. Lawrence route 
up to November 30, indicates for the entire season a substantial in- 
crease over that of any preceding year. The total traffic of the St. 
Lawrence Canals for the period mentioned amounted to 6,120,125 tons 
of goods carried, as compared to 4,319,919 tons carried in 1922, an in- 
crease for the period named of over 40 per cent. 

When it is borne in mind that the St. Lawrence Canals allow a 
draft of only 14 feet, the passage of 12,382 vessels through the St. 
Lawrence locks indicates something of the commercial pressure put 
upon this route. 


The most important commodities passing from the Great Lakes to 
the sea by way of the St. Lawrence were: 133,000,000 bushels of grain, 
185,000 tons of coal, 677,000 tons of pulp wood, 237,000 tons of sand, 
110,000 tons of iron and steel, 67,000 tons of petroleum, and 44,000 tons 


of sugar—not to mention extensive movements of lumber and other 
commodities. 

Up to September 4, forty-five vessels, twenty of which carried 
cargoes from foreign countries, passed through the St. Lawrence 
Canals, carrying to or from the Great Lakes 33,000 tons of cargo. Such 
cargoes included clay from England, used in paper making, wood pulp 
from Norway, electric machinery from Germany and many other 
items. The outbound movement from the Lakes to the ocean in- 
cluded cargoes loaded in the Great Lakes for delivery along the South 
Atlantic coast and overseas. 


HINES ON DANUBE COMMERCE 


A critical survey of navigation and traffic conditions on the 
Danube has been submitted to the Advisory and Technical 
Committee for Communications and Transit of the League of 
Nations by Walker D. Hines, former Director-General. He 
made a survey of conditions on that stream, with the aid of 
Maj. Brehon Somervell, United States army engineer, who re- 
ceived leave of absence to enable him to do that work. This 
examination was undertaken in consonance with the view of 
the Genoa Conference of premiers of the victorious allied states, 
in May, 1920. The conference decided that inquiries should be 
undertaken, from time to time, into the state of communications 
and means of transport in Europe. The League accepted the 
duty and its advisory and technical committee asked Mr. Hines, 
who had been arbitrator in the distribution of Rhine shipping 
among the victors, to make the inquiry as to conditions on the 
Danube, which, prior to the dissolution of the Austro-Hungarian 
empire had been one of the important trade routes of Europe, 
because, among other things, the empire was the overwhelming 
force having riparian rights on that stream. 


At the outset of his report Mr. Hines said that the general 
conditions of Danube navigation, as well as of the Danube 
countries, in 1925, when he made this survey, appeared to have 
made marked and favorable progress since 1920 and 1921 when, 
he said, he had made extended trips to the Danube in connection 
with his work as arbitrator on the questions of river shipping 
under the peace treaties. 


Mr. Hines said that while there were no complete statistics 
kept by governments, as to Danube commerce, either pre-war or 
post-war, the reports of various navigation companies indicated 
the volume of traffic carried by them in 1911, 1923 and 1924. 
In the first mentioned year he estimated the freight traffic to 
have totaled 6,802,693 tons; in 1923, 3,923,919 tons; and in 1924, 
%.757,010 tons. But, he said, the reports for the first half of 
1925 indicated a volume of 150 per cent in comparison with the 
like period of the preceding year. 

However, that satisfactory condition, he said, was due 
largely to the large corn crop in the Kingdom of Serbs, Croats 
and Slovenes, which, for convenience throughout his report, 
he called the S. H. S. State, the largest owner of tonnage on 
the river. Before the war, he said, the Serbian interest on the 
‘iver was the smallest. The flags of thirteen countries are to 
be found among the river boats. Mr. Hines said that the post- 
War organization on the stream had resulted in much duplication 
i administration and operation. The total Danube fleet, since 
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the war, he said, had grown about 25 per cent, although the 
traffic had diminished in substantial proportion. Those consider- 
ations, he said, emphasized the importance of availing of every 
opportunity to utilize the existing material to avojd waste of 
capital and labor. He said there was no uniformity in rates, 
except among the Bavarian and the Czechoslovak companies 
and the countries above and including the Serbs, Croats and 
Slovienes, the Bavarian and Czechoslovak companies being the 
only ones having an intimate agreement not only as to rates, 
but as to the reciprocal use of tugs for towing barges and the 
joint use of terminal facilities. The Roumanians he cited as 
those having the smallest degree of agreement among_ 
themselves. 

Navigation, the report said, could be substantially promoted 
by cutting down the amount of frontier formalities and the 
time required for them, and by promoting more adequate port 
facilities. The frontier formalities, Mr. Hines said, now involved 
a large economic waste, estimated at 6,000 barge days a year, 
with corresponding loss for tugs. He said those were post-war 
burdens in pre-war days the vessels passed no frontiers in 1272 
kilometers where now there are four frontiers and six frontier 
examinations. He said there appeared to be no counterpart 
to these frontier hinderances on the railroads with which the 
barges were trying to compete. 


CANADIAN EXPORT GRAIN 


President Thornton, of the Canadian National, has issued a 
statement in which he places the responsibility for the use of 
Canadian ports for Canadian export trade on the shoulders of 
the grain pools and owners of grain. 

“Notwithstanding statements made to the contrary,” he says, 
“neither the Canadian National Railways nor myself as its presi- 
dent can control the port of shipment for export grain. The 
control lies entirely with the grain pools and grain owners. 
There is every reason why the Canadian National Railways 
should desire Canadian ports to be used to the fullest extent, 
but persuasion is the only pressure we can bring to bear, and 
this is being fully employed. I do not think even the Parlia- 
ment of Canada can exercise effective control in opposition to 
this inclination of owners of grain. The subject is engaging the 
earnest attention of ourselves and of other interests, and will 
not be assisted by precipitous statements made without a full 
knowledge of the facts. The entire matter is affected by eco- 
nomic shipping and market conditions of considerable complex- 
ity, and a satisfactory conclusion will only be gained by a rec- 


ognition of sincerity of purpose by all sides, coupled with 
harmonious effort.” 


CANADIAN OPERATING REVENUE 


The statement of operating revenues and expenses of the 
principal Canadian railways for October shows that the freight 
traffic for the month was heavier than in October, 194, by 10.8 per 
cent, and, although it was below that of October, 1922, and 1923, 
the revenue ton miles for the two months of September and 
October this year were the greatest ever made by Canadian 
railways. Car loadings passed the 70,000 mark the week ended 
September 19, remaining above that point for twelve consecutive 
weeks, while in 1924 they were over it for only three weeks and 
in 1923 for only seven weeks. 

Revenues aggregated $48,722,639, an increase over 1924 of 
$4,369,078, or 9.9 per cent. Operating expenses showed little 
change; maintenance of way and structures expenses were re- 
duced $367,564, or 6 per cent; maintenance of equipment ex- 
penses were increased $633,819, or 9.8 per cent, and the total 
expenses were greater by $407,221, or 1.38 per cent. The net 
operating revenue was increased $3,961,856, and the operating 
ratio was reduced to 65.71, which is the lowest since January, 
1920, when the records were begun. The average freight re- 
ceipts per ton mile were increased from .920 cent in 1924 to .934 
cent, which, with no increase in grain rates, is taken to.indicate 
an increase in volume of higher class freight. Freight train 
loading was heavier than in 1924, being about the same as Octo- 
ber, 1923. Passenger traffic was heavier than last year by 11 
per cent, and with a decrease in passenger train miles, train 
loading showed an increase of 6.2 passengers, and revenues per 
passenger train mile an increase of 8 cents.. For the ten months 
ending October net revenues increased $12,835,154. 

On the Canadian National Railways the operating ratio for 
October was 69.25 per cent, the lowest since the system was 
amalgamated. Gross revenues aggregated, $23,761,136, being 
$610,465 greater than in October, 1923, the previous high month; 
and with operating expenses at $16,455,300, the net operating 
revenues amounted to $7,305,836, an increase of $3,144,686 over 
October, 1924, and $2,577,828 over October,.1923. Maintenance 
of way and structures was reduced $63,940, or 2 per cent, from 
last year, and maintenance of equipment increased $737,043, or 
25 per cent. This large increase was more due to a cut in 1924 
than to heavy expenditures in 1925. The cumulative totals to 
the end of October were 2 per cent less than in 1924, and 5 per 
cent below 1923 and 1922. 

Freight traffic showed an increase over October, 1924, of 26.6 
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per cent, and passenger traffic increased 14.8 per cent. Freight 
train loading increased from 648.3 net tons to 697.3 net tons, with 
the average carload one ton heavier. The lines in the United 
States also made a better showing in both gross and net oper- 
ating revenues, the latter for the entire system being $3,466,115 
greater than in 1924. For the period from January to October, 
ten months, the net operating revenues of the Canadian lines 
increased $7,840,730, for the United States lines $1,875,326, and 
for the whole system $9,716,056. 

On the Canadian Pacific, gross revenues for October were 
$19,527,588, being $253,376, or 1.3 per cent greater than in Octo,- 
ber, 1924. They have been exceeded only by the revenues of 
October and November, 1923, and net revenues only by October, 
1923. Freight traffic showed an increase over October, 1924, 
of only 2 per cent; the heavy movement starting so much earlier 
this year made the big increase in September. Passenger traffic 
showed an increase of 6.1 per cent, but receipts were less by 
$34,907. Mail and express revenues also showed small declines. 
Maintenance expenses were reduced for both way and struc- 
tures and equipment, total operating expenses being less by 
$224,774, or 1.8 per cent. For the ten months gross revenues 
and operating expenses were less than in 1924, but net oper- 
ating revenues increased $2,525,488. 


CANADIAN CAR LOADING 


Car loadings for the week ended December 19 continued to 
decline, being 4,678 cars less than for the preceding week. Grain 
loadings, following the close of navigation on the lakes, were 
3,795 cars less, live stock dropped 638 cars, and coal 821 cars. 
Lumber increased 261 cars, pulpwood 474 cars, and miscellaneous 
freight 300 cars. Compared with the corresponding week last 
year, grain loading increased 10,495 cars, merchandise 1,903 cars, 
and miscellaneous freight 2,977 cars, total loadings being greater 
by 17,856 cars. 





















































CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
c—For the Week Ended—, 
Dec. 19 Dec. 12 Dec. 20 
Commodities 1925 1925 1924 
Grain and Grain Products............. coe Gane 4,368 »281 
SE: 6 46.0:664040666004%.00c cose0eue eee 891 1,221 1,175 
ORL ccccccccoceccecce Cusee er NUeAsaranene - 3,637 4,421 2,731 
CORO ccccccccecccee 389 437 252 
Lumber ceccccccce 2,129 2,107 
Pulpwood ....... 1,461 1,775 
is cateeeedbenecnseceeeres 2,016 2,093 1,929 
Other Forest Products......ccccccccccce « dlat 1,164 953 
OPO ceccceces RUDUnee Re eKedekeadedede " 724 658 608 
I. En, Oh. Dikeccencenccenveeedees 11,302 11,510 10,587 
Miscellaneous........... nA Cea PaaS 9,007 8,635 7,299 
Total Cars Loaded..... iuinpneati -. 36,803 38,097 31,697 
Total Cars Rec’d from Connections.. 32,026 31,126 28,948 
WESTERN CANADA 
Grain and Grain Products............. eoe 13,120 15,881 3,678 
Live Stock.........-06. Cuveedusewe cee eee 1,446 1,754 1,088 
ME Ui ceded ctecwrsieedneveevaesueetens eve O58 3,239 3,302 
MEE: DedeUeetecereneewde vedubeueeeeeeune ee 39 32 42 
ME ote ccdsesscetsedsseeessrcocdegvows -_ 736 738 715 
PEL, Btgaidec ccccdeevtvecesertecees _— 141 180 137 
Ey I a iiccsedeeceéeccwenteneees 226 209 144 
Other Forest Products...........see0 ooo bee 1,539 1,169 
oO eR eae aeielen Oee nen wameeeneaee ‘ 685 661 402 
MINN. Bi, €o, Bi. cccccasiseccsnees eo. 4,276 4,325 3,088 
PES 0.469 beet ertecencesiecneroese 2,722 2,794 1,453 
Total Care Loaded...ccccccccescces e. 27,968 31,352 15,218 
Total Cars Rec’d from Connections.. 2,947 3,194 2,340 
TOTAL FOR CANADA 
Grain and Grain Products.........+++se+- 16,454 20,249 5,959 
EE etérbedeeecckrerersKcbecueeT oo | =e 2,975 2,263 
SD cvevewsdavednseed eueemnedue scons seaace (wee 7,660 6,033 
 . ene ree sgcakeuuda ears neeewe 428 469 294 
EEL Meiecteees ee 3,128 2,867 2,822 
PE crectcketdewugeereeedsdbvewenees 2,115 1,641 1,912 
PU GRE FeROR ccc cccccccccceves aeeceees eee 2,302 2,073 
Other Forest Products.............ce008 - 2,512 2,703 2,122 
EE AOC RAN OC Ree He Reis Memeeawes 1,409 1,319 1,010 
I, Be, CL. Bei vesscecsccccacessees 15,578 15,835 13,675 
Miscellaneous......... PUCCEE COKER WOmneO ee 11,729 11,429 8,752 
WOU) CEre TMRGOOeiiccicecicsccccscte 64,771 69,449 46,915 
Total Cars Rec’d from Connections.. 34,973 34,320 31,288 
CUMULATIVE TOTALS TO DATE 

1925 1924 
Grain and Grain Products............. was 497,291 479,452 
Live Stock.......cccseee Steeceones seveurens 126,175 124,128 
Cc Cr eee ee ee et 237,228 284,725 

CE S06eesetesicevecceccccecceesecoseseee 15,971 2,27 
PE cvccigedeirss0eoC Sb b4e Coe ce Kees eED oo 179,221 181,839 
Pulpwodd cccocccccecccsccccere Sveeveweuwews 125,720 122,677 
Pulp and Pape?..ccccccccccscccces aeons 105,419 100,485 
Other Forest Products adee 142,844 129,007 
ME neater Ceceretaeterecboonees Siero 72,550 63,864 
Perens, Ts. Cy. Baiccccscceccssvesces 781,307 744,784 
ER ae eer 659,765 618,333 
TOE CHPO TAGE, .ccccccvcscvcceces 2,943,491 2,861,564 
Total Cars Rec’d from Connections.. 1,697,920 1,604,980 
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PRIVATE CAR VICE PRESIDENTS 
The Trafic World Washington Bureq, 


The Commission, -on its own motion, in No. 17757, in th 
matter of the use of private passenger-train cars, has decided ty 
have a look into the practices of what has come to be know, 
among some railroad officials as private car vice-presidents—tha 
is, vice-presidents who have little or nothing to do with th 
actual operation of railroads, but may have a good deal to i 
with the finances. The order does not say so, but it is we 
understood that there is a question, among commissioner 
whether it is an evidence of efficient management for a railroaj 
company to provide a private car for an officer whose dutig 
do not require him to make trips over the road in the discharg 
of his duties. The query is whether a man whose principa| 
business is banking is entitled to impose upon the corporatio, 
of which he may be a vice-president, the expense of a private 
car at any time. The expense is often shared by connecting 
railroads when the vice-president takes a notion to extend his 
trip beyond the rails of the corporation of which he is an officer, 

Question as to the propriety of furnishing such equipment 
for officers of the corporation having nothing to do with the 
actual operation of the railroad has been raised, in an unofficia| 
way, for several years past. In the course of the Nickel Plate 
merger hearing it was brought out that while the interveners 
in that case were trying to locate J. R. Nutt, a banker and vice. 
president of the Nickel Plate, so as to have him in Washington 
as a witness, he was on a trip through the west, using one of 
the Nickel Plate private cars at the expense of the road. It was 
brought out that Mr. Nutt received no salary from the Nickel 
Plate, and that he had little to do with the operating affairs of 
the Nickel Plate. It was also brought out that four of the eight 
vice-presidents of the Nickel Plate were officials of the Union 
Trust Company in Cleveland (see Traffic World, October 31, p, 
1038). Hearings in the matter are to be announced later. All 
Class I and Class II carriers, including switching and terminal 
companies have been made respondents. The chief part of the 
order is as follows: 


It is ordered that the Commission upon its own motion enter 
upon an investigation into and concerning the use of private pas- 
senger-train cars, including so-called office cars, in the transporta- 
tion of persons by all common carriers of Classes I and II and switch- 
ing and terminal carriers by railroad within the United States sub- 
ject to the interstate commerce act, with a view to making such 
order or orders in the premises as may be warranted by the record. 

It is further ordered, that all Classes I and II and switching 
and terminal carriers by railroad within the United States subject to 
the interstate commerce act be, and they hereby are, made re- 
spondents hereto, that this order be served upon all such carriers, 
and that notice of this order be given to the general public by 
depositing a copy of the order in the office of the secretary of the 
Commission at Washington, D. C 





CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National Railways for the 
week ending December 21 were $5,490,258, as compared with 
$4,251,500 for the corresponding week of 1924, an increase of 
$1,238,758. 





CANADIAN BOARD ORDERS 

The Board of Railway Commissioners has issued the folllow- 
ing orders: 

Approving Quebec Central Railway Company’s proposed 
standard freight mileage tariff C. R. C. No. 928. 

Rescinding order No. 37148, Dec. 5, 1925, suspending sup 
plement No. 14 to Canadian National Railways Tariff C. R. C. 
No. E-709 in so far as it covers rates on grain products from 
Port Colborne, Ont., to Buffalo, N. Y. 

Amending order No. 37109, suspending Canadian Govert- 
ment Railways supplement No. 48 to C. R. C. No. 1364, re elimi 
nation of routing via Ste. Rosalie Junction by adding after the 
words “Ste. Rosalie Junction” the words “and St. John.” 


é ROLLING STOCK ADDITIONS 

Class I railroads the first eleven months this year placed 
in service 123,858 freight cars, according to reports filed by the 
carriers with the car service division of the American Railway 
Association. This was a decrease of 24,973 cars under the nut 
ber installed in the corresponding period last year and 53,987 
less than in the same period in 1923. Of the total number il 
stalled in the eleven months’ period this year, 4,615 were placed 
in service in the month of November, including 1,726 box cal’, 
1,975 coal cars and 395 refrigerator cars. Freight cars on orde! 
on December 1 this year totaled 27,721, compared with 45,09 
on the same date last year and 36,789 in 1923. 

Class I railroads the first eleven months in 1925 placed in 
service 1,604 steam locomotives compared with 1,951 in the same 
period last year and 3,704 in the corresponding period in 1923. 
The same roads on December 1, 1925, had 339 locomotives 
order compared with 265 on the same day last year and 739 
two years ago. In November this year 112 locomotives wer 
installed in service. 
motives include new, rebuilt and leased equipment. 


These figures as to freight cars and ]oc0 
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Personal Notes 


“emma. 





Ww. J. Mitchell has been made commercial agent of the Wil- 
liamsport & North Branch Railway at Chicago. 

Ww. H. Garratt, general freight agent of the Union Pacific at 
Qmaha, has been retired, at his own request, from active service 
after more than 37 years of continuous employment with the 
road. F. B. Choate has been made general freight agent and 
W. H. Dana has been appointed assistant general freight agent. 

R. E. Smith has been appointed assistant general freight 
agent of the Northern Pacific at St. Paul. J. J. Heron has been 
made assistant to the freight traffic manager. 

w. A. Schumacher has resigned as general traffic manager 
of the Fruit Dispatch Company, to engage in other business. 
C, M. Wynns, assistant general traffic manager, has been made 
general traffic manager. 

T, J. Norton, assistant general solicitor of the law depart- 
ment of the Santa Fe, and in the legal department of that road 
for 27 years, has resigned. He is author of “The Constitution 
of the United States: Its Sources and Its Application.” | 

G. K. Sage, general traffic manager, Fairbanks, Morse and 
Company, has been made manager of a newly established dis- 
tribution and warehouse department. E. J. Neville, assistant to 
Mr. Sage, has been made general traffic manager. 

H. H. Garrigues has been made superintendent of the East- 
ern Pennsylvania division of the Pennsylvania, with headquar- 
ters at Harrisburg. James T. Carbine has been appointed coal 
trafic manager at Pittsburgh. E. H. Brown, now assistant to 
the secretary, has been appointed assistant secretary, and J. 
Gordon Watson, now chief clerk to the secretary, will succeed 
Mr. Brown as assistant to the secretary. W. Meade Fletcher, 
assistant solicitor, Philadelphia, has been made assistant general 
solicitor. Carter H. Lippincott, coal freight agent at Pittsburgh, 
has been made coal freight agent at Philadelphia, succeeding 
Mr. Carbine. Samuel A. Latimer, chief clerk to the coal traffic 
manager, Pittsburgh, has been made coal freight agent at Pitts- 
burgh, succeeding Mr. Lippincott. J. B. McCorkle has been 
made division freight agent at Cleveland. Howard A. Koch has 
been appointed division freight agent at Terre Haute. 

Harry L. Sovacool has been appointed industrial agent of 
the Akron, Canton & Youngstown at Akron. 

C. W. Jones has been made commercial agent of the Nickel 
Plate at Lafayette, Ind. F. L. Linville has been appointed freight 
representative at Indianapolis. 

A. A. Drummond has been appointed assistant auditor of 
freight receipts of the New York, New Haven & Hartford and 
the Central New England. 


F. F. Johnson has been appointed general agent of the Bur- 
lington at Boston. 


H. W. Von Willer has been made commercial agent of the 
Erie at Indianapolis. 
Frank W. Smith, chairman of the Official Classification Com- 


mittee, died suddenly of heart trouble at his home in New York 
the night of December 30. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of the Brooklyn Chamber of Commerce iias 
elected the following officers: President, W. D. Buckley, traffic 
Manager, the Hills Brothers Company; vice-president, Frank 
Bilek, traffic manager, Chelsea Fibre Mills; treasurer, Robert 
A. Drake, district freight representative, the Pennsylvania; and 
secretary, W. H. Connell, traffic manager, the Brooklyn Cham- 
ber of Commerce. 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., met at luncheon December 21. Walter McCracken, 
of the Wabash, was the speaker. 





The Traffic Club of Detroit will hold its annual dinner at 
the Hotel Statler February 9. 





The Transportation Club of St. Paul will hold its fourth 
annual banquet at the Athletic Club January 21. President Fred 
W. Sargent, of the Chicago & North Western, will be the speaker. 





The Tri-City Traffic Club will hold its annual meeting at 
the Blackhawk Hotel, Davenport, Ia., January 12. The meeting 


: Will be designated “Freight Claim Night.” C. H. Dietrich, claim 


agent, the C. M. & St. P., will be the principal speaker. 





By a mail vote of the board of directors, the South Bend, 
a. and Columbus, O., traffic clubs have been admitted to mem- 


ership in the Associated Traffic Clubs of America. There are 
now 54 member clubs. 





p The Traffic Club of Wichita met at luncheon December 31. 
tofessor R. K. Schwab, of Fairmount College, spoke on “His- 
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tory of the Bible.” The club will hold its annual dinner Jan- 
uary 7. 





The Richmond Traffic Club will have a meeting, January 11, 
at which officers will be elected. Speakers will be Homer L. 
Ferguson, president, Newport News Shipbuilding and Dry Dock 


Company, and Douglas E. Freeman, editor, the Richmond News 
Leader. 





The Traffic Club of Chicago will hold its nineteenth annual 
dinner at the Hotel La Salle, January 14. The speakers will 
be Dr. Louis Mann, of the Chicago Sinai Temple, and Con Mc- 
Cole, humorist, of New York. 





The annual meeting of the Associated Traffic Clubs of Amer- 
ica will be held April 13 and 14, 1926, at the Adolphus Hotel, 
Dallas, Tex. The city and month for the meeting had already 
been selected by the board of directors, but the exact date had 
been left to the president, who, this week, after consulting the 


wishes of the Dallas committee on arrangements, announced the 
date stated. 





The Traffic Club of Baltimore will hold a meeting at the 
Rennert Hotel, January 5. 





The Traffic Club of New York held a New Year’s meeting 
December 31 at luncheon. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. W. R. Garrison, 
Pres.; E. H. Russell, Secy. and Treas. 

“ Akron (0.) Traffic Club. C. J. Laney, Pres.; H. L. Sovacool, 
ecy. 

Albany, N. Y.—Capital District Traffic Association. D. G. 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—Traffic Club of Atlanta. J. A. Streyer, Pres.; F. B. 
Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. G. M. Smith, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. J. W. 
Stanfiel, Pres.; F. M. Kitchell, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. F. W. Briggs, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
W. D. Buckley, Pres.; W. H. Connell, Secy.-Treas. 

Buffalo Transportation Club. R. S. Brennesholtz, Pres.; 
O. J. Farron, Secy.-Treas. 

Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chicago Traffic Club. E. S. Buckmaster, Pres.; H. E. Mac 
Niven, Secy. 

Chicago, Junior Traffic Club of. W. K. Jones, Pres.; E. C. 
Hansen, Secy. 

Cincinnati Traffic Club. R. E. Smith, Pres.; Robert McDow- 
ell. Secy. 

Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
Secy. 

Columbus, O., Transportation Club. C. O. Ruggles, Pres.; 
C. H. Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. T. P. Stabler, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. J. M. Allen, Pres.; A. J. Stone, Secy.- 
Treas. 

Davenport, Ia.—Tri-City Traffic Club. A. R. Ebi, Pres.; 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.) Transportation Club. L. F. Boss, Pres.; 
R. F. Watt, Secy. 

Des Moines Traffic Club. E. M. Wentworth, Pres.; B. R. 
Harris, Secy.-Treas. 

Denver Traffic Club. Richard Flickinger, Pres.; T. V. Kirk, 
Secy. and Treas. 

Denver Commercial Traffic Club. R. H. Hitt, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. W. C. Cowling, Pres.; G. W. Musson, 
Secy. 

Elmira (N. Y.) Traffic Club. D. P. Faul, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. J. J. Finney, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. O. Johnson, Pres.: M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. W. H. Orr, Pres.; 
H. K. Rogers, Secy.-Treas. 
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Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. J. A. Curtin, Chairman; 
E. J. Lennart, Vice-Chairman. 

Fort Worth Traffic Club. C. S. Elliot, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. D. E. Carrier, 
Pres.; C. P. Rennacker, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. 
Macgregor, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. C. B. Fox, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
mer, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. J. E. Manley, Pres.; 
W. A. Kern, Secy. 

Jacksonville Traffic Club. O. H. Page, Pres:; Jesse Pollett, 
Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. W. H. Swanson, Pres.; H. P. Phillips, Secy. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. R. J. Reilly, Pres.; 
lington, Secy. 

Kalamazoo Traffic Club. G. J. Bolender, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. C. W. Miller, Pres.; L. A. Luttrell, 
Secy.-Treas. 

Knoxville (Tenn.) Traffic Club.——R. P. Morris, Pres.; H. V. 
Schetler, Sec’y-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. 
Peters, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. J. C. Van Norstrand, Pres.; 
C. V. Colvin, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; E. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. Max Mayer, Pres.; J. A. 
Lee, Secy.-Treas. 

Los Angeles Transportation Club. J. E. Light, 
A. T. Smith, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Ella A. Hausen, Pres.; 
Gertrude B. Sears, Secy. 

Louisville Transportation Club. F. L. Speiden, Pres.; ‘W. T. 
Vandenburg, Secy. 

Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (0.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 

Memphis Traffic Club. Jack Harris, Pres.; 
Secy. 

Milwaukee Traffic Club. R. L. Gainer, Pres.; Ervin Manske, 

Secy. and Treas. 
Minneapolis Traffic Club. A. A. D. Rahn, Pres.; 
Secy. 

Minneapolis Junior Traffic Club. E. Belanger, Pres.; A. A. 
Luedke, Secy. 

Mobile Traffic and Transportation Club. H. E. Warren, 

Pres.; T. C. Schley, Secy. 
Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 
. Newark Traffic Club. G. W. Shannon, Pres.; R. W. Tims, 
ecy. 
New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Yung, Secy. 
. New York Traffic Club. W. S. Cowie, Pres.; C. A. Swope, 
ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; -P. W. Moore, Secy. 

New York Junior Traffic Club. L. B. Dunn, Pres.; 
Friedlander, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. B. C. Prince, 
Pres.; W. C. Scott, Secy. 

Oklahoma City Traffic Club. B. C. 
Voss, Secy.-Treas. 

Omaha Traffic Club. J. A. Kuhn, Pres.; M. V. C. McCor- 
mack, Secy. and Treas. 


W. H. Cowdin, Pres.; J. E. 


J. G. Krae- 


J. J. Cul- 


J. W. 


Pres.; 
S. L. Foote, Pres.; 


R.. H. 


H. H. Schutt, 


F. S. Pool, 


G. O. Sheldon, Pres.; 
J. M. Cousins, Pres.; W. G. 


: eel 8 


Prince, Pres.; L. M. 


Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, ° 


Secy.-Treas. 
Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 
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Peoria Transportation Club. V. V. Boatner, Pres.; 0. p 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. E. H. Porter, Pres.; W. H. Mont. 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. W. F. Morris, Jr., Pres.; A. H. Or 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. L. Geyer, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich.—St. Clair River District Transportatioy 
Club. W.H. Markle, Pres.; F. W. Dunkel, Secy. 

Portland (Ore.) Industrial Traffic Club. W. E. Rose, Pres: 
W. F. Holtbuer, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres, 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. H. Hanley, Chairman; EB. C. Southwick, Secy, 

Richmond (Va.) Traffic Club. W. C. Hull, Pres.; R. 4. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chambe; 
af Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. H. Bayless, Pres.; PD. 
MacDonald, Secy.-Treas. 

St. Louis Traffic Club. E. E. Eversull, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. L. R. Capron, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. G. H. Doyle, Pres.; Chas, 
Wynne, Secy.-Treas. 

San Francisco Transportation Club. Frank G. Cole, Pres, 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. 
Pres.; D. A. McPherson, Secy. 

San Francisco Women’s Traffic Club. Constance Purrington, 
Pres.; Winifred G. Bauer, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. M. B. Nichols, Pres.; J. W. Morgan, 
Secy.-Treas. 

Seattle Transportation Club. R. C. Johnston, Pres.; C. N. 
Compton, Secy.-Treas. 

Shreveport (La.) Traffic Club. T. J. Ostendorff, Pres.; H. L, 
Viser, Secy. 

Sioux City Traffic Club. L. E. Petry, Pres.; R. C. Burke, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. Grant Clapperton, Pres.; 
G. W. Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. E. F. Smallwood, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 

Syracuse Traffic Club. 
Secy. 

Toledo Transportation Club. J. F. Ryan, Pres.; W. J. Chis- 
holm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. 
Hickson, Pres.; W. J. Hotrum, Secy. 


« Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. B 
Mace, Secy. 
Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 
Tulsa, Okla.—-Transportation Club of Tulsa. 
Pres.; E. C. Kitching, Secy. 


Tuscarawas County (Ohio) Traffic Club. John Ihnot, Pres.; 
H. B. Bodenhamer, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. B. J. Scholl, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy, 
Treas. 

Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. C. 
Williams, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. C. M. Morrison, Pres.; K. C. Park- 
hurst, Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W.S. Taylor, Pres.; 
Ernest Opitz, Secy. 


Frederic Morgan, 


E. L. Cardle, Pres.; F. J. 


H. C. Stanton, Pres.; F. M. Varah, 


J. W. 


F. W. Dunn, 


gerich, Secy. 
Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 







York (Pa.) Traffic ClubClyde Shelley, Pres.; B. N. Git 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 7 , 

The right is reserved to refuse to answer in th's department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

ddress Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 














Routing and Misrouting—Loss of Transit Privilege 


lllinois—Question: I wish to cite a case of movement of 
lumber from a point of origin in Texas to a destination in 
Nebraska, between which there is a through rate applicable 
yia Kansas City, but which was waybilled to Paducah, Ky., and 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 







Trucking—Distributing 
Storage — Forwarding 


UNION 
TRUCKING 
COMPANY 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


there reconsigned to the Nebraska destination. 


It is my understanding that the charges in this instance 
should be based upon lowest combination via route shipment 
traveled; and that such combination is subject to B. T. Jones’ 
Combination Tariff No. 228. Not infrequently we find it is held 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 

ogical medium for getting the 
The rates for 
First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 











and THE TRAFFIC WORLD is the | 
men and the positions in touch with each other. 
classified advertisements are as follows: 


the line; numbers and abbreviations counted as 


( point type; payable im advance. Answers to keyed — 


forwarded free and all correspondence held in strict confidence. 
TRAFFIC WORLD, 418 South Market Street, Chicago, I. 





EXPERIENCED Traffic Sales Representatives, Interstate Traffic 


Company. See our ad on page 56. 








FOR SALE—Several cars No. 1 Oak Railroad Cross Ties. 
several cars switch timbers. Ready for immediate shipment. 
Pearson, Box 705, South Bend, Ind. 













The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 
310 Mills Building 
WASHINGTON, D. C. 















Also 
L. E. 


524 Eighth St, DETROIT 








































Turn Your Idle Hour Into Money Producing Power 


We have a proven, 
practical plan, by 
which, with a little 
spare time study, you 
can fit yourself to | or Specialized Traffic 
handle the BIG posi- | Counselor. Our meth- 
tions in the traffic | od of training is 
field, and qualify for | unique, wholly prac- 
a B. T. (Bachelor of | tical and singularly 
Traffic) or a M. T. L. | efficient. Results guar- 
(Master of Transpor- | anteed. Invest two 
tation Law) degree. cents today, right now, 

Through our Resi- | while this ad is be- 
dent and Resident-by- | fore you, and find 
Mail courses in Ad- | out how we can help 
vanced Traffic Man- | you “Turn Your Idle 
agement and Traffic | Hour into Money Pro- 
ducing Power.” 


can prepare yourself 
quickly and thorough- 
ly to become an Ex- 
pert Traffic Manager 






















Please send me full particulars on the following, FREE. 
\_) Traffic Law: Resident Resident by Mail ............. 
{|} Advanced Traffic Management: Resident ...... Resident by Mail......| 
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Bridgeport 
Brass Adopts 
Signode Steel 
Strapping 


Proves twice as strong 
with 20 per cent 
Average Saving 


One of Their Many Tests. Drop four feet to a concrete floor with 
a 4x4 laid crosswise to concentrate the punishment. 


The Boxes: ist Box—1” Lum- SIGNODE WAS ADOPTED 



















ber; 1” nailed-on bands. 2nd“ Resulting savings in shippi 

: pping 
Box — 11/16” Lumber; 5/8”x.020 costs: 1. 20% saving in cost of 
Signode Bands. Both 12 feet long. lumber. 2. 30% saving in weight 













Load, 500 Ibs., one-inch rod. 


The Result: No. 1— Thicker 
Lumber, spilled on seventh drop. 
No. 2—Lighter lumber Signode 
Steel Strapped, spilled on eight- 
eenth drop. 


Write for the complete Bridgeport story. Also sample Signode Seal 


Consolidated Steel Strapping Co., 43.8. “ita sce’ 


Canadian Steel Strapping Co., Toronto, Ont. Offices in Principal Cities 


SIGNODE 


The Sealed Steel Strapping 


of boxes (freight costs). 3. 15% 
saving in labor (assembling and 
handling. 

The details of your problem may 
be different, but probably you too 
can obtain safer shipments at 
a saving. 





































We also manufacture Loop-the- 
Corrugated Fasteners, Peil Clasps, Clutchnails, Etc. Send for complete 
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by some that the first paragraph of Section 4, page 7, of Supple- 
ment 15 to Tariff 228, operates to prevent the use of the com- 
bination rule in constructing the rate to govern. 

Answer: In Kile & Morgan vs. Deepwater Ry. Co., 15 I. C. C. 
235, the Commission held that carriers at fault in misrouting are 
liable for damages represented by higher charges than would 
have been lawfully assessable had the misrouting not occurred; 
that a shipper cannot be deprived through a carrier’s negligence 
of any lawful privilege offered by another carrier, especially 
after due diligence on his part to secure such advantage. See 
also Switzer Lumber Co. vs. T. & N. O. R. R. Co., 21 I. C. C. 
290 and Whaley-Warren Lumber Co. vs. C. C. & O. Ry. Co., 
21 I. C. C. 580. 

On the other hand where there are two available routes, 
via both of which the same rate applies, but only one being 
subject to a transit privilege, the carrier cannot be charged with 
misrouting because of not having forwarded the shipment over 
the route affording the transit privilege. Crescent Lumber Co. 
va. Ill. Cent. R. R. Co., 20 I. C. C. 228. 


Damage—Measure of—Charges on Duplicate Shipment 

Michigan.—Question: We made a shipment by freight to a 
customer of ours and upon arrival of the shipment at destination 
there were several parts broken. These parts were replaced by 
express and a claim was filed including the express charges on 
the duplicate shipment. 

The carriers inform us that they are only liable for freight 
charges on duplicate shipments. It was necessary that the 
duplicate shipment be made by express, otherwise the consignee 
would have lost the sale of the commodity. 

Please give us an opinion regarding including express 
charges in claim for damage to freight shipments. 

Answer: We know of no decision of the courts which in- 
cludes in the amount of the damages awarded for injury to 
a shipment the amount of the transportation charges,. either 
freight or express, on a duplicate shipment. 

The Commission has, in two cases, namely Larkin Co. vs. 
E. & W. Transportation Co., 34 I. C. C. 106, and I. & S. Docket 
914, Lost and Damaged Freight Replacements, 43 I. C. C. 257, had 
before it the question of the carrier transporting free of charge 
goods shipped to replace lost or damaged articles. 

Apparently, a carrier may lawfully include transportation 
charges, at least freight charges, as an integral part of a claim 
for damage to property, but as stated above, we are not aware 
of any decision which holds that it must be done. 

If the forwarding of duplicate parts had the effect of miti- 
gating or equalizing the carriers liability for damages in the 
event that duplicate parts had not been forwarded, which is 
very probably true in most, if not all, instances, the carrier 
should include the amount of the charge whether freight or 
express in the settlement of the claim. 

Freight Cargoes—Liability of Consignee Where Carrier’s Tariff 
Contains Provision Requiring Prepayment of Returned Ship- 
ment: 

Missouri.—Question: Will you kindly give us your opinion 
as to the carrier liability in the following case: 

We made an L. C. L. shipment to a consignee located in 
Illinois, who accepted the shipment, and several months later re- 
turned part of it to us, billing freight charges collect. We refused 
the shipment on arrival for the reason that our name appears in 
carriers Restriction Tariff under the subject “Returned Ship- 
ments” and reads as follows: “Agents will refuse to accept 
shipments returned to the following firms unless freight charges 
are fully prepaid or billing is accompanied by an order from 
consignee, instructing the return of the property at their ex- 
pense.” At the time consignee bought these goods from us he 
gave his promissory note which plainly states that the order is 
not subject to countermand. ‘We have been endeavoring to 
collect on this note, but have failed to collect anything from him. 
He has also failed to prepay the charges on the goods he re- 
turned, and we absolutely refuse to take delivery until the 
carriers either collect from him or eliminate the charges and 
deliver to us free. It later developed that consignee died, leav- 
ing no estate, and without paying us for the goods. The goods 
returned have now been in possession of the carriers for several 
months and they want us to pay all freight and storage charges 
or else they will dispose of them to their best advantage. As 
they accepted this shipment to be returned to us in violation 
of their Restriction Tariff, it is our contention that the ship- 
ment should be delivered to us free of all charges, or else 
carriers are liable for the invoice value of the goods. 

Answer: We can locate no case which deals with a situation 
such as you outline. 

Under the decision in Monongahela Railway Co. vs. Read, 
127 Atl. 739, a carrier cannot disregard the provisions of its 
tariff requiring prepayment of freight charges and hold the con- 
signee liable therefore. 

The same consideration would seem to make it inequitable 
for the carrier to disregard its tariff provisions to which you 
refer and then as a condition precedent to a delivery of the ship- 
ment require the consignee to pay charges thereon. 

Limitations—Overcharge Claims 
West Virginia.—Question: We have received advice that in 
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the June 5th issue of the Traffic World there was an itey 
stating that the Supreme Court had held that the three year limit 
for filing of overcharge claims was illegal, and said court hej 
the statute to be only two years. The party through whom ny 
information was received stated that they had lost some $8,9j 
through this ruling, and that the carriers were declining thei 
claims based on this court ruling. 

This is the only information I have been able to get regapj. 
ing this matter, as the railroads have paid all claims presenta 
by us, declining only claims over three years old. 

Kindly advise any change that has been made. 

Answer: No doubt the decision to which you have beg 
referred is that of the Supreme Court of the United States iy 
William Danzer & Co. vs. G. & S. I. R. R., the decision in whic) 
case is reviewed on page 1510 of the June 13, 1925, Traffic 
World, under the caption “Two Year Limitation Case.” 

The decision in this case is the basis for the Commission's 
Conference Ruling of August 5, 1925, relating to the voluntary 
payment by a carrier of a straight overcharge or the awarding 
by the Commission of reparation on any claim which was barred 
by statute at or prior to the amendment of June 7, 1924, to 
paragraph (3) of Section 16 of the Act, which was designed ip 
part to revive certain claims which had been barred. 

The provisions of this Conference Ruling are as follows: 





Upon inquiries as to the effect of the decision rendered on June 
8, 1925, by the Supreme Court of the United States in Wm. Danzer 
& Co., Inc., vs. Gulf & Ship Island R. R. Co.: The Commission con. 
strues that decision, considered in connection with the decision in 
Kans. City So. Ry. vs. Wolf, 261 U. S. 133 (see Conf. Ruling of 
February 23, 1924), as prohibiting common carriers subject to the 
interstate commerce act from paying straight overcharge claims 
which were barred by statute at or prior to the amendment of June 
7, 1924, to paragraph (3) of section 16 of said act, and as prohibiting 
the Commission from awarding reparation on any claim which was 
barred by statute at or prior to the date of that amendment. 


Freight Bills—Effect of as Evidence of Payment of Charges 

Alabama.—Question: We have received freight bills on 
shipments of lumber, which shipments were sold f. o. b. destina- 
tion. These freight bills have been properly reeeipted by the 
agent of the delivering carrier, but the name of the final con 
signee has either been erased or cut out of the freight bill. 
Should it be necessary that we present these freight bills in 
court to prove that the freight charges have been paid, would 
the fact that the name of the final consignee having been elin- 
ated from the freight bill affect the legality of such freight bills 
in any way? é 

Answer: In our opinion a carrier’s acknowledgment of the 
receipt of its charges through the signing by its agent of 
the freight bills is sufficient to bar an action by the carrier for 
its charges, regardless of the fact that the name of the con 
signee is missing from the freight bill, provided that the relation- 
ship between the shipments described in the freight bills and 
the shipments sued upon by the carrier be established, which 
fact should be possible to establish. 

Furthermore, if the relationship between the shipments 
covered by a complaint before the Interstate Commerce Com: 
mission and the shipments described in the freight bills be 
established, the carrier’s acknowledgment of payment in the 
freight bills is sufficient, in our* opinion, to support an award 
of reparation, provided it be proved that the party claiming 
reparation bore the charges, even though payment was made by 
another party. See Atlas Metal Works vs. A. C. & Y. Ry. 
Co., 100 I. C. C. 173, holding that a party who either paid or 
bore freight charges is entitled to reparation, upon his establish- 
ing either fact. : 

Damages—Measure of for Misrouting 

Michigan.—Question: Shipment of carload of potatoes was 
shipped from “A” on the Grand Trunk Railway and routing 
specified NKP delivery at “B.” 

Carriers billed car via New York Central to destination 
which line declined to switch to NKP. Consignee could not 
handle shipments on the New York Central tracks and refused 
the car. Being in a hurry for the potatoes he purchased 4 
carload from other sources and the New York Central sold 
the refused car. ; 

The potatoes were invoiced at $1.75 per bag but investigation 
developed that the market price was only $1.65 and declined 
settlement on the higher price. 

What precedent has been set in such a case, and in your 
opinion what price are carriers liable for, the invoice or market 
price inasmuch as the shipment could have been routed directly 
in connection with the Nickel Plate? 

Answer: Where a shipment is misrouted by the carriers, the 
Commission will, upon complaint, award damages which resulted 
from the carrier’s misroute. See William Danzer & Co., Inc. 
vs. G. & S. 1, 69 I. C. C. 59. ; 

As to shipments which have been sold at a fixed price, 
which price was in excess of the market price at destination at 
time of arrival, the decision of such courts as have passed speck 
fically upon the question have held that recovery must be limited 
to the market price, unless, at the time the contract of shib- 
ment was entered into, the carrier was advised of the contract. 
In this connection, see the decisions of the courts in Gibson VS. 
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Inmann Packing Co., 146 S. W. 280; St. L. S. W. Ry. Co. vs. 
Phoenix Cotton Oil Co., 115 S. W. 393; St. L. I. M. & S. R. R. 
Co. vs. Cumbie, 141 S. W. 939; Murrel vs. Pacific Express Co., 
14 S. W. 1099; St. L. I. M. & S. Ry. Co. vs. Mudford, 3 S. W. 814; 
Mitsubishi Shoji Kaisha vs. Davis, 291 Fed. 882. 

As to shipments which have been sold at a fixed price which 
is lower than the market price at destination, at time of arrival 
or at time the goods should have arrived in the usual course 
of transportation, the decisions of the courts where the question 
has been at issue, are to the effect that recovery cannot be had 
for an amount greater than the stipulated sale price, regardless 
of a higher market price at destination. 

While it may appear to be unfair to shippers to say that 
the liability of a carrier for loss or damage is limited to the 
contract price if lower than the market price and to the market 
price if lower than the contract price, there are two factors 
which should be given consideration in determining the proper 
basis for the settlement of claims for loss or damage. 

In the first place, while the common lay rule, to which refer- 
ence is made in the McCaull-Dinsmore case, fixes the measure of 
damages at the market value of the goods at destination, a 
shipper should not be permitted to profit by the carrier’s negli- 
gence, and, therefore, if he has sold goods for a price which is 
less than the market price at destination, his recovery should 
be limited to the figure at which he sold his goods. 

On the other hand, as there is a well defined rule of law 
which says that special damages may be recovered only when 
the carrier is advised, at the time the contract of carriage is 
entered into, that such damages will result from its failure 
to properly perform its contract of carriage. If the shipper 
has sold the goods for a price which is higher than the market 
value at destination, under this rule of the common law govern- 
ing the recovery of special damages, he is properly restricted 


to the market value at destination as the measure of his 
damages. 


Routing and Misrooting—Terminal Delivery vs. Road Haul for 

Delivering Carrier 

New York.—Question: We have received several shipments 
from point “A,” and in order to effect siding delivery, the ship- 
per specified New York Central Railroad, Station Q, New York 
City, as per copy of bill of lading attached. We contend this 
is specific enough to convey that the New York Central Railroad 
was to effect delivery at destination, which would result in our 
paying the flat New York rate and switching charge. The 
originating carrier contends that the route is not specific enough 
to indicate that the New York Central Railroad is not entitled 
to a line haul, and consequently, short hauls itself in order to 
give the New York Central a line haul, resulting in combination 
freight charges via physical junction point, much higher than 
if based on flat New York rate plus switching charge. Incidently, 
shipment moved intrastate, but if initial carrier had completed 
shipment to destination, movement would have been interstate. 
However, the Commission contends that it has no jurisdiction, 


and the Public Service Commission say they also are powerless 
in the matter. 


Claim was declined by the initial carrier for the reason 
stated and they contend their position is tenable, and quote 
23 I. C. C. 84, Alabama Lumber and Export Co. vs. L. & N. 
Railroad, etc., whereas we claim shipment should have been 


forwarded via cheapest available route and that lading was 
specific enough in this case. 


Answer: The Commission, in its opinions, makes a distinc- 
tion between the mere naming of a carrier in the routing instruc- 
tions and the naming of such carrier for delivery purposes only. 

Where the word “delivery” or words to that effect are not 
used in connection with the routing via the terminal line, the 
Commission holds that it is the duty of the carrier to forward 
the shipments over the route which will afford the terminal 
carrier a road haul. See Fechheimer Iron & Steel Co. vs. Pa. 
R. R., 51 I. C. C. 183 and Prentiss & Co. vs. Pa. R. R., 19 
I. C. C.: 68. 

Where, however, such words are used in connection with the 
routing via the terminal carrier the delivery of the shipment 
to that line for switch delivery at destination is a full com- 
pliance with the carrier’s duty as to routing the shipment, sub- 
ject, of course, to the duty to forward via the cheapest reasonable 
route. (See Trexler Lumber Co. vs. Southern Ry., 42 I. C. C. 
710; F. S. Basher vs. Sou. Ry., 42 I. C. C. 327; McCoach & Co. 
vs. N. Y. P. & N., 42 I. C. C. 171; Northern Lumber Co. vs. 
Southern Ry., 40 I. C. C. 63; Ramsey-Wheeler vs. S. A. L, 
Unreported Opinion A-541.) 

In its opinion in Alabama Lumber & Export Co. vs. L. & N., 
23 I. C. C. 84, the Commission holds that where the term “Care 
of” a.certain named line is used in a bill of lading routing 
instructions that the initial carrier has not misrouted the ship- 
ment in delivering it to that carrier for a road haul instead of a 
switch movement at point of destination. 

Routing and Misrouting—Class vs. Commodity Rates 

New Jersey.—Question: Wood pulp, carload, moves from 
Buckingham, Quebec, to Piermont, N. Y., on a 34-cent commodity 
rate, routing via Canadian Pacific Ry.-Outremont,Quebec-New 
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York Central-West Shore R. R.-New Durham, N. J.-Erie R, p 
as per Canadian Pacific tariff CRC-3974. 

There is a 42-cent class rate in effect between these ty, 
points, routing via Canadian Pacific Ry.-Delson Junction, Queber. 
Napierville Junction Ry.-Rouses Point, N. Y.-Delaware & Hudsoy 
Co.-Binghamton, N. Y.-Erie R. R. 

It is my understanding that the only rate which can be use 
on this shipment is the commodity rate via Canadian Paci 
Ry.-Outremont, Quebec,,New York Central-West Shore R. R. 
Durham, N. J.-Erie R. R. 

If shippers request that this shipment be routed via Canadiay 
Pacific R. R.-Delson Junction-Napierville Junction Ry.-Rousg 
Point-Delaware & Hudson Co.-Binghamton-Erie R. R. on clay 
rate, will it be lawful for the carriers to comply with this 
request, or is the application of the class rate entirely removed 
by the establishment of the commodity rate? 

Answer: Section 15 of the Act gives to the shipper the 
right to designate in writing the route over which he wishes his 
shipment to travel. Weyl-Zuckerman Co. vs. C. M. Ry. Co, 
27 I. C. C. 498. 

In Struthers-Wells Co. vs. P. R. R. Co., 14 I C. C. 291, it 
is held that where a shipper gives directions with respect to the 
routing of his shipment, the carrier is bound by his instructions 
and must charge the rate applicable to the designated route, 
even though such a rate is higher than over some other route 
between the same point. 

While it is true that the establishment of a commodity rate 
removes the application of a class rate between the same points, 
this rule is subject to the qualification that the commodity rate 
must apply via the same routes over which the class rate 
applies. If the class rate applies via one or more routes over 
which the commodity rate is not applicable the class rate must 
be applied via such routes, and a shipper may instruct the 
forwarding of his shipment via one of such routes, it being the 
duty of the carrier to forward the shipment in accordance with 
the shipper’s routing instructions. 


Freight Charges—Liability of Consignor Where Consignee or 
Order Notify Party Fails to Accept Shipment 
Alabama.—Question: Kindly let us have your opinion with 

citations to Interstate Commerce Commission and Court rulings 

as to our (consignors) liability with respect to transportation 
charges and storage in the following described case: 


An interstate shipment is made on a uniform order Dill of 
lading. Instead of attaching the original order bill of lading to 
a draft for connection, the lading is endorsed and mailed direct 
to consignee properly endorsed. The consignee fails to pay 
charges on the shipment after arrival and leaves consignment 
in carrier’s warehouse, allowing storage charges to accumulate, 
apparently ignoring all notices sent by carrier requesting dis- 
position. The carrier unable to deliver the shipment requests 
that we furnish disposition. 

Answer: In P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 57], 
the Supreme Court states: 


The weight of authority seems to be that the consignee is prima 
facie liable for the payment of the freight charges when he accepts 
the goods. (See the cases collected and discussed in Hutchinson on 
Carriers, 3 Ed. Sec. 1559). 


However, we know of no cases which hold that a consignee 
or order notify party is liable for charges, unless he does accept 
the shipment. Therefore, under the rule, stated in L. & N. RB. RB. 
Co. vs. Central Iron & Coal Co., 265 U. S. 291, that, ordinarily, 
the person from whom the goods are received for shipment 
assumes the obligation to pay the freight charges and that his 
obligation is ordinarily a primary one, you can be required to 
pay the charges on the shipment in question. You, of course, 
may have a cause of action against the consignee for the value 
of the shipment and the accumulated charges thereon. 

Under the provisions of Section C-4 of Rule 2 of Agent Jones 
I. C. C. 1491, the carrier may not assess storage charges against 
a consignor for the time elapsing between the date when, 1 
accordance with Section B of Rule 2, notice should have bee 
sent or given and the date on which it was actually sent or given. 


Inspection of Egg Shipments as Bases for Claim for Damage 

Nebraska.—Question: Upon arrival at destination, a cal- 
load shipment of eggs showed damage, an inspection was made 
by the inspection bureau and a report made by them to the 
effect that 16 cases of eggs were wet and damaged. Before 
these.eggs were placed in storage, consignee found that the 
balance of the shipment, 159 cases, were also damaged 02 
account of being damp and in some instances the eggs were wet 
and could not be stored without molding and as a result were 


- sold at 4 cents below market price in effect at that time. The 


consignee did not notify the carrier that additional damag¢ 
existed for the reason that the damage was not discovered 
within the 24-hour period as provided for in item 3, page 159, 
C. F. C. No. 4. Claim was filed with the initial carrier for the 
actual loss, who, in turn, paid this claim in part, the settlement 
representing the proportion of all lines other than the delivering 
carrier. The amount paid was less than one-third of the total 
amount of the claim, the balance being due from the deliverilé 
carrier. The delivering carrier refuses to join the initial carrier 
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TENNESSEE 


The Logical Distribution Center for 


the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


FEDERAL COMPRESS & 
WAREHOUSE COMPANY 


Successors to 


Memphis Terminal Corporation 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Dlinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 





We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 





POOL CAR DISTRIBUTION 





Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 





Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 
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MEMPHIS, 





Memphis, Tenn. 


, United American 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 


Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 


From From From 

New York Baltimore Savannah 

ASTERN KNIGHT...... Jan. & 
MONTICELLO ......s00. Jan. 98 Jan. 15 Jan. 19 
HANNAWA.  ...cccccccees Jan. 23 Jan. 29 Feb. 28 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Mé. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

08 ANGELES ae — 
with which excellent connections are made. 





Joint Service with 
HAMBURG-AMERICAN LINE 
Passenger and Cargo Steamers 


‘NEW YORK TO HAMBURG 


ALBERT BALLIN...... Jan. 1 MONTPELIER ......... Feb. 4 
THURINGIA .........- Jan. 14 WESTPHALIA ......... 1 
D CHLAND ....... Jan. 21 ALBERT BALLIN...... Feb. 16 
CLEVELAND ......-0+ Jan. 28 THURINGIA(via Boston) Feb. 25 


Steamers sail from Pier 86, North River, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 


LEGIE (via Baltimore and Hampton Roads).............+. Jan. 30 
BALTIMORE TO BREMEN AND HAMBURG 
SEEKONK (via Hampton Roads)........+secescescesevecs Jan. 28 
LEGIE (via Hampton Roads)........sssscecssecscccccevecs Feb. 6 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


NEW ORLEANS TO BREMEN AND HAMBURG 
A STEAMER. .......ccccccccccsccccscccsevccscscescevcces January 





ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 





Threagh bills of lading vie Hamburg te LONDON, HULL, LEITH, 
NDEE and all Scandinavian, Baltic, Mediterranea 
Levant and African Ports. 


———— 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO.......cccecceee $27 8. La Galle St., Phone Wabash 4891 
BRANCH OFFICES: a 
ITTSBURGH. .......cccccccccsccccees 4128 Jenkins A 
e LY Scweeegesisesse ge euerwewenes 1003 Reckefeller Bidg. 
AGENTS: 

ommmmnabiasanresn*<e~rooes7eeorrre~ver rae J. Hegan 4 ‘en 

LOB ANGELES. ........cccccccecccccccccces 8.8. Ce. 

IN. ovcccccccccccccccvcccccocoeses Ri Meyer Ce. 

N Se Diechmann, Wright & Pugh, Ine. 

|e aececoensen anno on a. _ 

PHILADELPHIA........0++-+00: ie! 

ON aS re Columbi Pacifie 8 ing Ce. 

rare. De tiin Licbediowehbetion ee eoeeeeg eee . & ye Bh 
FRANCISCO. ....cccccccccccccccccces 

oAY ee walveeioeeesiebe sven ene eesmin M. J. Hegan & Ce. 
Ee 
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in making settlement on the basis of the actual loss as filed 
by us. They state that a settlement can be made by them only 
on the basis of the inspection bureau’s report, which covers 
only 16 cases. 

Must the inspection bureau’s report be considered conclusive 
as to the condition of the shipment upon arrival, providing 


no demand is made on the carrier within 24 hours for a joint - 


examination of the entire shipment? How have similar situa- 
tions been decided by the courts? Can the initial carrier legally 
pay their portion when the delivering line states they cannot 
legally do so? If the delivering line’s statement is true, how 
can the original carrier pay without violating Section 2 of the 
Interstate Commerce Act? 

We would like to bring suit on this claim if we can develop 
that it has sufficient merit. Should we sue the original or the 
delivering carrier in this case? 

Answer: The regulations carried in the Classification with 
respect to the inspection and delivery of eggs, and the handling 
of claims thereunder are the result of the careful investigation 
by the Commission into the handling of egg shipments under 
its Docket 10012, National Poultry, Butter and Egg Association 
vs. N. Y. C. R. R. Co., 52 L C. C. 47. They seem to be fair to 
both shipper and carrier and would, very likely, be deemed by 
a court a reasonable regulation of a carrier’s business, when 
taking into consideration the nature of the traffic, and binding 
upon both carrier and shipper. 

The regulations were established by order of the Commission 
in the above referred to case and while intended to give due 
consideration to the rights of a shipper are also designed to 
protect the carrier against unjust claims. 

We can locate no decision of the Courts in which the legality 
of the regulations in question have been in issue. We are, 
however, of the opinion that a carrier could successfully plead 
the failure of the shipper to comply with the regulations as 
published in the classification, assuming that the regulations are 
in accord with the Commission’s order in Docket 10012. 

The carrier’s have, however, added a time limitation for 
the inspection provided for in Item 3, page 159 of the Classifica- 
tion, which the order in Docket 10012 does not, apparently, 
authorize, at any rate, specifically. 

Rates—Application of—Penalty Charge Where Bill of Lading 
Does Not Carry Certificate Required by Tariff 

Maryland.—Question: We consigned to this company at X 
a shipment of products in cartons. 

We are informed by our plant at X that they were assessed 
20 per cent penalty on this consignment due to the fact that 
shipment did not conform with Rule 41 of the Consolidated 
Classification, that is, that the bill of lading was not stamped to 
the effect the fibre board cartons as used complied with Rule 41 
of the Consolidated Classification. 

Inasmuch as our bill of lading clerk was on his vacation and 
we had a substitute in his place, he failed to place the stamp 
on said lading. However, the cartons did conform with Rule 41 
of Classification. 

Our Branch paid excess charges at destination, and, in view 
of the above facts outlined to you, can the carrier issue correc- 
tion through to destination, in order that we may secure refund 
for additional charges as assessed? 

Answer: In its opinion in Docket 5267, the Sea Gull Specialty 
Co. vs. Baltimore Steam Packet Co., 27 I. °C. C. 267, the Com- 
mission, on page 273 of its report, in passing upon the question 
of whether, in the event the boxes in which the shipper’s goods 
are loaded and tendered to the carrier do not comply with 
the classification specifications, the carrier may assess a penalty 
in the amount of an increase of 20 per cent in the freight rate, 
held that if such a provision of the classification was to be 
enforced, it is the duty of the carrier’s agent to point out to 
the shipper that his box or container does not come within the 
classification rules in order that he may have an opportunity 
to correct the defect before incurring a penalty which may be 
imposed by the delivering carrier. In this case, the Commission, 
on page 273, refers to its hoJding in the Western Classification 
Case, 25 I. C. C. 42, at page 447, where Rule 2 of Western 
Classification No. 51 was considered, to the effect that the rule 
should be changed so as to place upon the carriers the duty of 
directing the shipper’s attention to the two rates applicable to 
the shipment depending upon whether or not certain prescribed 
conditions and forms which must be observed when invoice 
or declared value is made a condition of the ratings shown 
in the Western Classification, have been complied with. 

The case cited above relates to the duty of a carrier’s agent 
to point out to a shipper that his boxes do not comply with 
the specification of the classification. 

In the instant case the boxes did comply with the specifica- 
tions but the shipper failed to place a notation on the bill of 
lading to this effect, in compliance with the provisions of 
Section 8 (c) of Rule 41. 

In Good-Hopkins Lumber Co. vs. G. N. Ry. Co., 51 I. C. C. 99, 
the Commission said: 


Defendants’ tariffs provided for the application of rates based 
on the cubical capacity of the cars furnished, and, by exception, 
authorized the assessment of charges on basis of the actual weight 
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of shipments, subject to a minimum of 30,000 pounds, when 
were loaded to their “full visible capacity.” To secure the benefit 
of this exception, shippers were required under the tariffs to certify 
on the bills of lading or shipping receipts, over their written signa. 
tures, that the cars were loaded to full visible capacity. The tariffs 
specially provided that when such certification was not so given 
charges would be assessed on basis of the cubical capacity. No such 
notation was made on the bills of lading covering these shipments, 

Complainant contends that the charges were unreasonable ang 
unjustly discriminatory to the extent that they exceeded those that 
would have accrued at the legal rate and actual weight, apparently 
upon the theory that the certification required by the tariffs is g 
formality wholly disassociated with the duty of the carriers to police 
such shipments. No complaint is made of the measure of the rate 
charged or of the minimum weight provision, and no substantial eyj. 
dence was introduced to support the allegation of unjust discriming- 
tion. It was stated on behalf of complainant that the minima oy 
lumber from Washington to points in states east thereof vary ac. 
cordingly to destination, and that lack of uniformity in this respect 
was a contributing cause to its failure to make the certification re. 
quired by the tariffs. The question of lumber carload minima js 
now pending before the Commission in another proceeding. 

The law imposes upon the shippers the duty of ascertaining the 
rates and conditions under which they ship, and noncompliance by a 
shipper with tariff rules affords no basis for a finding that the rate 
legally applicable is unreasonable or unjustly discriminatory. 


ce aR Wri. 


vm 
RET 
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See also, in this connection, Dill-Drossett, Inc., vs. Director. 
General, 104 I. C. C. 48. 

Reconsignment—Back-Haul or Out of Line Haul 

New York.—Question: We recently shipped from our plant 
on the C. R. R. of N. J., carload of roofing consigned to a 
dealer at Springfield, Mass., shipment being routed C. R. R, 
of N. J., float New York Harbor, N. Y. N. H. & H. R. R. and 
upon arrival at Springfield the shipment was reconsigned to 
a customer at Armory, Mass., another point on the N. H. R. R,, 
located just beyond Springfield on another branch. 

It develops that in order to accomplish delivery to Armory, 
shipment had to be turned over by the New Haven to the 
B. & A. at Springfield and back to the New Haven as there 
apparently is no physical connection between the two branches 
of the New Haven at Springfield and freight charges assessed 
were based on the rate to Springfield plus the New Haven Rail- 
road and B. & A. switching charge plus the local rate of the 
New Haven from Springfield to Armory and it is our con- 
tention that due to the New Haven’s failure to have physical 
connection between these two branches at Springfield, our 
customer should not be penalized and that the through rate 
from point of origin to Armory, Mass. (which is the same as to 
Springfield), plus reconsignment charge, should be protected. y 

The New Haven Railroad Officials seem disposed to evade 
the proposition of protecting the through rate, although willing 
to make refund of the switching charges illegally assessed. / 

Do you know of a parallel case where the carriers have f? 
received authority from the Commission to protect the through fe 
rates on a shipment of this nature account of failure on their fy 
part to establish proper connection? ; 

Answer: In our opinion the principle of the Commission’s 
findings in Northern Brokerage Co. vs. Director-General, 60 
I. C. C. 182, is applicable in the instant case. 

In this case, the Commission, on page 182, said: 


&; 





The joint rate from point of origin to final destination, con- 
tended for by complainant, was 35 cents. The reconsigning tariff ap- 
plicable in connection therewith provided that “reconsignment of 
change of destination to any point beyond point where reconsignment 
is effected in the same general direction may be made on basis of 
through rates * * * without extra charge therefor.’’ Rockford is not 
intermediate to Princeton but complainant contends that as they 
are in the same general direction from Kindred the through rate 
should apply. The position is untenable. The through rate can not 
be protected where reconsignment is affected at a point not on a 
through route to which the rate applies, or where a back haul be- 
comes necessary, except under special tariff provisions lacking in 
this case. Rockford is at the extremity of a branch line and, 
naturally, no through rate to Princeton applied via that point. None 
existence of a out of line haul is a condition precedent to the right 
of the shipper to demand reconsignment at the through rate from 
origin to final destination. Red Cedar Shingle Mfrs. Asso. vs. C. B. 
& @. BR. R. Ca., 2 C. C. 422. 


Even though there was a physical connection between the 
two branches at the point of reconsignment the subsequent move- 
ment of the shipment would have been a back-haul movement. 


Shipping Instructions—Instructions in Shipping Order Govern 
Carrier’s Obligations 

Alabama.—Question: Will you kindly let us have your 
opinion as to which rating (carload or less carload) would be 
applicable on the shipment hereinafter described, viz: Approx- 
imately 21,000 pounds of structural steel described in the bill 
of lading as “One shipment structural steel,’ viz.: ‘Trusses, 
Columns and Angles”; this shipment loaded at consignor’s 
plant, in an open car furnished by the carrier at shipper’s 
request. When bill of lading was tendered the carrier’s agent, 
stamped (with a rubber stamp), the clause “Loaded for Carriers 
Convenience; Charges to be Assessed on Actual Weight at 
L. C. L. Rate” was inserted in the bill of lading. However, it 
appears that through error, this notation was omitted from the 
carrier’s copy of the bill of lading or shipping order. 

The carrier is endeavoring to collect freight charges on 
the basis of a carload shipment, maintaining that the rubber 
stamp clause should have appeared on their copy of the bill of 
lading; also maintaining that the description of the lading does 
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not conform to that which is specified in the classification gov- 
erning (Southern Classification). 

It is our position that the carrier’s representative was at 
fault in signing a bill of lading without taking note of the fact, 
that the rubber stamp clause, did not appear on the shipping 
order. Your citation to parallel cases will be awaited with 
interest. 

Answer: Under the opinion of the Commission in Evens & 
Howard Fire Brick Co. vs. Wabash, 26 I. C. C. 152, the instruc- 
tions in the shipping order furnished the carrier and not those 
in the bill of lading govern the handling of the shipment. See 
also American Agricultural Chemical Co. vs. B. & A. R. R. Co., 
28 I. C. C. 398. 





Digest of New Complaints 


No. 17396, Sub. No. 9. Fred, Carl V., and Earnest Spicklemier, Indian- 
apolis, Ind., vs. Big Four and Norfolk & Western. 

Alleges excessive and illegal charges of $4.89 and $6.64 on two 
carloads of coal from West Virginia points to Indianapolis. Asks 
for reparation. 

No. 17757. In the matter of the use of private passenger-train cars. 

This is an investigation instituted by the Commission upon 
its own motion concerning the use of private passenger cars by 
Class I and JI carriers and by switching and terminal carriers. 

No. 17768. Sawyer Goodman Co. et al., Marinette, Wis., vs. Chicago 
& North Western et al. 

Alleges that demurrage tariff provision allowing but 48 hours’ 
free time in which to transport cars for loading of logs from 
connection with the defendants to the scene of operation or 
loading point, and loaded in return to connection with defend- 
ants, subjects complainants to demurrage charges which are un- 
just and unreasonable. Asks rules providing for an additional 
48 hours in which complainants may transport cars to loading 
points and return loaded to connection with defendants. 

No. 17767. Manufacturers’ Association of Chicago Heights, on behalf 
of )” eeatiaaeanaes Co. et al., Chicago Heights, Ill., vs. Santa Fe 
et al. 

Unreasonable ratings on geographical globes, in less-than-car- 
loads, in southern and western classification territory. Asks rat- 
ings for the future. 

No. — Tomkins-Summer Co., Chicago, Ill., vs. C. M. & St. P. 
et al. 


Rates and charges in violation of section 1, 4 and 6 of the act, 
on animal bones, hoofs and horns from El Paso, Tex., to Chi- 
cago. Asks reparation. 

No. 17770. The Meridian Fertilizer Factory, Meridian, Miss., vs. C. 
Cc. Cc. & St... ot. al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on tank- 
age from Kenton, Ohio, to Meridian, Miss. Asks rate of 28 cents 
and reparation. 

No. 17772. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Pennsylvania et al. 

Rates and charges in Violation of the first four sections of 
the act, on cabbage and potatoes from Mud Mills, Flint and 
Phelps Junction, N. Y., to Lynchburg, Va. Asks rates for fu- 
ture, and reparation. 

No. 17772, Sub. No. 1. Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Pennsylvania et al. 

Rates and charges in violation of first four sections of the act, 
on potatoes from Freehold, N. J., to Lynchburg, Va. Asks rates 
for future and reparation. 

No. 17773. Eggerss-O’Flyng Co., Omaha, Nebr., vs. Chicago & North 
Western et al. 

Rates and charges in violation of sections 1, 3 and 13 of the 
act, on corrugated paper boxes in . L. quantities from 
Omaha, Neb., to Des Moines, Sioux City and other points in 
Iowa. Asks same classification specifications and ratings as are 
now maintained on corresponding traffic moving within the state 
of Iowa, and from Keokuk, Iowa, to Des Moines and Sioux City, 
Ia., and reparation. 


No. 17774. Jackson Paper Co., Jackson, Miss., vs. A. & V. et al. 

Rates on carload shipments of wrapping paper from West Mon- 
roe, La., to Jackson, Miss., in violation of Section 1, and from 
Bastrop, La., to Jackson, Miss., in violation of Section 1, and 
that complainant has been subjected to payment of rates that 
are preferential to dealers at Memphis, St. Louis, Shreveport and 
New Orleans, and discriminatory against complainant at Jack- 
son. Asks rates for the future, and reparation. 

No. 17775. Harry C. Philbrick Co. et al., Boston, Mass., vs. New 
Haven et al. 

Illegal charges on lumber from Denkman, La., consigned to 
New Haven, Conn., which New Haven refused to reconsign as 
requested but offered to and upon request of complainant accepted 
said shipment as a new shipment from New Haven to Waltham, 
Mass.; similar allegations as to other lumber shipments from 
Denkman, La., Hopkins, Ga., and Wiggins, Miss., to New England 
destinations. Asks reparations. 

No. 17776. National Canners’ Association et al., Washington, D. C., 
vs. B. & O. et al. . 

Unreasonable rates and charges on canned goods, including 
canned milk, carloads, from St. Louis, Cincinnati, Chicago, 
Detroit, Buffalo and from canning points throughout [Illinois 
Freight Association and Central Freight Association territories to 
Memphis, Tenn., New Orleans, La., and to points throughout the 
lower Mississippi Valley. Asks rates for the future. 

No. a Mahaney Roofing Co. et al., Wichita, Kans., vs. Santa Fe 
et al. 

Charges in violation of sections 1, 3 and 4 of the act, on build- 
ing and roofing papers and materials from Kansas City and St. 
Louis, Mo., Aurora, Norpaul, Joliet, Argo, Chicago and East St. 
Louis, Ill., and Beloit, Wis., to Hutchinson and Wichita, Kans. 
Asks rates for the future, and reparation. 

No. 17778. Parkersburg Rig & Reel Co., Parkersburg, W. Va., vs. 

Rock Island et al. 

Rates and charges in violation of section 1 on pig irons and 
fabricated iron and steel tank material from Sayre, Okla., to 
Panhandle, Tex. Asks rates for the future, and reparation. 

No. 17779. Stauffer Chemical Co., Los Angeles, Calif., vs. Outer 

Harbor Dock & Wharf Co. 
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Unreasonable rates and charges on crude bulk sulphur from 

Sulphur Mine, La., to Los Angeles, Calif., because of assessment 
of handling charges. Asks relief for future, and reparation. 

No. 17780. Burlington Shippers’ Assoc. et al., Burlington, Ia., yg 
Cc. B. & Q. et al. 

Unreasonable and illegal rates and charges on furniture springs 
and spring assemblies from Chicago to Burlington, Ia. Asks rates 
for future, and reparation. 

No. 17781. Simpson-Ashby Co., Los Angeles, Calif., vs. Southern 
Pacific. 

Unjust and unreasonable charges on five carloads of sugar from 
—_ Francisco to Phoenix, Ariz., shipped in 1923. Asks for reparg. 
tion. 

No. 17782. Sanzone-Palmisano Co., Cincinnati, O., vs. L. & N. et aj, 

Unjust, unreasonable, unjustly discriminatory and _ unduly 
prejudicial switching charges on grapefruit from points in Florida 
to Chicago, via Cincinnati. Asks for a rule requiring absorption 
of switching charges, and reparation. 

No. 17783. The Texas Co., New York City, vs. C. B. & Q. et al. 

Unjust and unreasonable rates and charges on gasoline from 
Casper, Wyo., to Ogden, Price, Provo and Salt Lake City, Utah, 
in the period between Nov. 20, 1923, and Dec. 21, 1924. Asks for 
reparation. 

No. 17784. Hylonite Products Co., Chicago, Ill., vs. Santa Fe et al. 

Excessive, unjust, unreasonable, unjustly discriminatory and 
unjustly prejudicial rate of 75 cents on infusorial earth, crude, 
from Lovelock, Nev., to Chicago. Asks for a rate not exceeding 
$10 per ton, or such other rate as the Commission may deem just, 

No. =a io Hamilton Co., Dallas, Tex., vs. Philadelphia & Read- 
ng et al. 

Unjust and unreasonable charges on a carload of wrought iron 
pipe from Reading, Pa., to Dallas. Asks for reparation. 

No. 17786. P. B. Collins & Co., New York City, vs. Norfolk Southern 
and Pennsylvania. 

Alleges violation of section 15 of the interstate commerce act 
in that the defendants negligently and unlawfully consigned a 
carload of spinach and beans to Jersey City instead of to New 
York City, causing the shipment to be delayed and arrive in 
deteriorated condition, causing the imposition upon complainant 
of cartage charges on the goods to New York City. Asks for 
reparation. 

No. 17787. Watters-Tonge Lumber Co. et al., Birmingham, Ala., vs. 
Atlantic Coast Line et al. 

Charges for transportation of lumber, stopped in transit for 
milling, from points in Florida to Hartwell, Ga. Asks for refund 
of unlawful charges. 

No. 17788. Independent Produce Shippers, Inc., Rural Retreat, Va., 
vs. Norfolk & Western, and Pennsylvania. 

Alleges damage to shipments of cabbage from Crockett and 
Grubb, Va., to Jersey City, in August, 1924, by reason of failure 
to give notice of arrival prior to notice that the cars were on 
hand and unclaimed. Asks for damage. 

No. 17789. Missouri Gravel Co., La Grange, Mo., vs. C. B. & Q. et al. 

Unjust, unreasonable, unduly prejudicial and unjustly discrim- 
inatory rates on sand and gravel from LaGrange to points on 
the rails of the defendants in comparison with rates from com- 
peting points of production. Asks for reasonable and non-preju- 
dicial rates. 

No. “¢ g Muldoon Monument Co., Louisville, Ky., vs. Pennsylvania 
et al. 

Unreasonable rates on a granite monument shipped from New 
York City to Chattanooga, Tenn. Asks for reparation. 

No. 17791. The Union Gas & Electric Co., Cincinnati, O., vs. C. & 0. 

Unjust and unreasonable charges, in violation of the sixth sec- 
tion, on coal delivered at Cincinnati, the claim arising out of de- 
murrage assessments. Asks for reparation. 

No. 17792. Hope Fertilizer Co., Hope, Ark., vs. B. & O. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on acid phosphate from West Nashville and Nash- 
ville, Tenn., to Hope, Ark., the preference alleged being in favor 
of competitors at Nashville, West Nashville, Memphis and St. 
Louis. Asks for just and reasonable rates, and reparation. 

No. 17793. Manget Brothers Co., Newman, Ga., vs. Georgia R. R. and 

Southern. ; 

Unjust, unreasonable, unduly preferential or prejudicial rates 
on cotton from Corinth, Miss., to Monroe, Ga.; also in violation 
of the fourth section. Asks for a rate of 70 cents, and reparation. 

No. 17794. Russell the Coal Man, Elkhart, Ind., vs. Big Four et al. 

Alleges illegal charges on coal from points in West Virginia to 
Elkhart. Asks for refund of excessive and illegal charges. 

No. hgh Pine & Cypress Mfg. Co., Birmingham, Ala., vs. L. & N. 
et al. 

Alleges unlawful charges on lumber from Hogansville, Ga., to 
Norton, Va. Asks for reparation. 


No. 17796. Brownell Improvement Co., Chicago, IIl., vs. Baltimore & 
Ohio Chicago Terminal et al. 

Alleges unjust, unreasonable, excessive, unduly discriminatory 
and unjustly prejudicial rates on crushed stone and agricultural 
limestone from Thornton, Ill, to destinations in Indiana and 
— Asks for just and reasonable and nondiscriminatory 
rates. 


No. a. Aaron Levy & Co., Brooklyn, N. Y., vs. New York Central 
et al. 

Unjust, unreasonable and unduly prejudicial rates on live stock 
from Cleveland and other points in Ohio and other states, to New 
York City, Brooklyn, Jersey City and other parts of New Jersey 
in comparison with the rates on meat products from such animals. 
Asks for reasonable and non-prejudicial rates, and reparation. 


No. 17798. Jewel Tea Co., Inc., Chicago, Ill., vs. Southern Pacific- 
Atlantic Steamship Lines et al. 
Unjust, unreasonable and unduly prejudicial rates on 16 car- 
loads of clean rice from points in Louisiana to Hoboken, N. J., in 
1923. Asks for reparation. 


No. 17799. Stauffer Chemical Co., Los Angeles, Calif., vs. Pacific 
Electric et al. 

Excessive, unjust and unreasonable rates on crude bulk sulphur 
in open cars trom Sulphur Mine, La., via San Pedro to L0s 
Angeles. Asks for reparation, and the publication of a commodity 
rate of 3 cents per 100 Ibs. minimum 60,000 pounds, on crude bulk 
sulphur in open cars from San Pedro, East San Pedro and Wil- 
mington to Los Angeles. 

No. 17802. Huntington Shoe & Leather Co., Monticello, Ind., V® 
Wabash et al. ‘ 

Alleges overcharge on cotton piece goods from South Braintree, 

Mass., to Huntington, Ind. Asks for refund of illegal charges. 
No. 17803. Midwest Metal Co., Kansas City, Mo., vs. St. Louis-San 
Francisco et al. 

Excessive, unreasonable, unjustly discriminatory and unduly 

prejudicial rates on pig lead and other lead products from various 
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sQUTH BEND, IND. 
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Merchandise Storage and Distribution 
New York Central Siding—Free Switching—Pool Car 
Dutiibution—Slegotiahle’ Warchouse ectigts ‘font. For War d eT S 
Members: American Warehousemen’s Ass’n 
Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 
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MERCANTILE WAREHOUSING AND DISTRIBUTING 





DENVER, COLORADO 1,500,000 SQUARE FEET 
Kennicott-P atterson Warehouse Corporation Modern Fireproof Warehouse rg in Los Angeles and at the Port 
SUCEASS. AS SESTES STIs oe Free and U. % rt Senses Storage 

Merchandise and Household Goods Insurance Rate 18 Cents 


Serving many large National Distributors. Write us for information and rates Storage — Forwarding — Distribution — Cartage 
1700 Sixteenth Street, DENVER, COLORADO Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
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Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 
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Los Angeles, California 
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Merchandise Storage and Pool Car 
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CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec-: 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 















Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
““Coburn Service for Efficiency’’ 
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points of origin to Kansas City, and from Kansas City to various 
destinations. Asks for reparation. 

. 17804. Standard Nut & Bolt Co., Providence, R. I., vs. New York, 

New Haven & Hartford et al. ; 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on steel from Pittsburgh to Valley Falls, R. I., from 
Youngstown, O., and from North Tonawanda, N. Y., the steel 
being hot rolled not drawn throtgh a die, unfinished, in coils and 
straight lengths, and claimed to be within the definition in Lan- 
caster Steel Products Corporation, 73 I. C. C. 567, and 92 I. C. C. 1. 
Asks for reparation. 

17805. Colbert Limerock Asphalt Co., et al., Sheffield, Ala., vs. 
Alabama Central et al. 

Unjust, unreasonable, unduly prejudicial rates, also in viola- 
tion of the fourth section, on broken, crushed or ground limestone 
from Colrock and Margerum, Ala., to points in Louisiana, Arkan- 
sas, Missouri, Illinois, Indiana, Ohio, the Virginias, Maryland, 
District of Columbia, the Carolinas, Georgia, Florida, Kentucky, 
Tennessee and Mississippi. Asks for just, reasonable and non- 
prejudicial rates, and reparation. 

No. 17806. J. R. Blair, et al., Paris, Ill., vs. C. C. C. & St. L. et al. 
Unlawful, unjust and unreasonable rates on soft coal from 

Terre Haute and West Terre Haute to points in Illinois. Asks 

for reasonable rates, and reparation. 


AMENDED CONFERENCE RULING 


The Commission, in conference, has amended Conference 
Ruling 208 (b), with respect to free passes and free transporta- 
tion, by adding thereto the following: 





nor from giving such free carriage over its line to the household and 
personal effects of an employe killed or disabled while in the serv- 
ice of such common carrier. 


This makes Conference Ruling 208 (b) read: 


(b) But the Commission does not construe the law as preventing 
a carrier from giving necessary free transportation to a person 
traveling over its line solely for the purpose of attending to the 
business of or performing a duty imposed upon the carrier, nor 
from giving free carriage over its line to the household and personal 
effects of an employe who is required to remove from one place to 
another at the instance of or in the interest of the carrier by 
which he is employed, nor from giving such free carriage over its 
line to the household and personal effects of an employe killed or 
disabled while in the service of such common carrier. (See rulings 
109, 134, 255, 361, 478 and 479). 


GENERAL AGENTS MEET 


The General Agents’ Association of Chicago held a meeting 
and luncheon at the Sherman Hotel, December 30. C. D. Morris, 
assistant general chairman, Western Railways committee on 
public relations, spoke on the development of the passenger traf- 
fic and service on the railroads of the country. He pointed 
out the increased degree of safety, the greater luxury and 
greater importance of the passenger service, and then spoke of 
the relation between the expenditure for passenger service and 
freight rates as follows: 


In answer to the complaint that the railroads are spending 
too much money to provide safe and convenient passenger service 
it can be said that it is on the fast and luxurious trains now 
operated by all our railroads where passenger traffic is and has 
been increasing, while on the slower and less-convenient trains 
it has been rapidly decreasing. This demonstrates conclusively 
that the people demand the improved service and are willing to 
pay a fair price for it. That this character of service is justified 
is also shown by the saving in time to busy men who frequently 
find it necessary to jump from one section of the country to 
another without the loss of an hour. To discontinue the modern 
passenger service would not make it possible to reduce freight 
rates a farthing nor would it contribute to the efficiency or dis- 
patch with which the commodities of commerce are now moved 
from the point of production to the point of consumption. Obvi- 
ously the duty of American railroads is to go on rendering the 
very best transportation service, of all kinds, it is possible to 
render. 


There was a program of vaudeville entertainment, directly 
following the luncheon attended by about 100 members of the 
association. 





ADDS TO CAR FORWARDING SERVICE 


The Judson Freight Forwarding Company, Chicago, has 
bought the business and good will of the Long Distributing 
Company, of that city, enabling it to supplement its other service 
by offering daily consolidated carload service from Chicago to 
Detroit. The Chicago-Detroit service will be conducted by the 
old staff of the Long Distributing Company, and cars will be 
loaded at the Michigan Central team track, foot of South Water 
Street, Chicago, and deliveries made the next afternoon at the 
foot of Third Street, Detroit. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
December 1, was 61.1, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
51.5; refrigerator, 61.1; coal and coke, 65.7; stock, 88.9; flat, 77.8; 
others, 94.1. By districts the percentages for all classes of 
equipment were as follows: Eastern, 49.7; Allegheny, 66.4; 
Pocahontas, 54.6; Southern, 59.5; Western, 67.3. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, as of December 1, showed the following: 
Eastern district, 96.1 as against 94.3 a year ago; Allegheny, 99.6 
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as against 102 a year ago; Pocahontas, 77.8 as against 80,6 a 
year ago; Southern, 108.5 as against 97 a year ago; Western, 97, 
as against 101.9 a year ago; all districts, 98.1 as against 99, 
a year ago; Canadian roads, 92.9 as aginst 91.5 a year ago. 


STATUS OF R. R. A. PERSONNEL 


The extent to which James C. Davis, Director General gf 
the Railroad Administration, has effected liquidation of the aj. 
fairs of the Administration, is indicated by the reduction jp 
payroll and in the number of employes since the end of federa| 
control, March 1, 1920. 

At the end of federal control there were 2,612 employes anq 
an annual payroll of $6,840,936. Now there are 185 employes ang 
the annual payroll is approximately $497,000. The ensuing yea; 
will see further reductions in personnel and payroll. 

There are 44 employes in the Director General’s office anj 
the general offices; 89 in the comptroller’s office; 4 in the treas. 
urer’s office; 36 in the law division, and 12 in the Minnegot, 
fire section, which is under the jurisdiction of A. A. McLaughlin, 
general counsel. 


EGG CRATE MATERIAL SHIPMENT 


The first unit of the largest single shipment of egg crate 
material, that ever moved in the United States, left Paris, Texas, 
at 8:00 o’clock the morning of December 26, via the lines of 
the St. Louis-San Francisco Railway Company, for Kansas City, 
Missouri. The shipment is from The Box Factory of Paris and 
is consigned through Kansas City to points in Iowa, Missouri, 
Kansas and Nebraska. It consisted of 125 cars in several trains, 
to be broken up at Kansas City for distribution. 


WENATCHEE SOUTHERN LINE 


The Wenatchee Southern Railway- Company has applied to 
the Commission for an extension of time in which to begin 
construction of its line of railroad in the state of Washington 
from January 1, 1926, to January 1, 1927. The company said 
negotiations were pending for the financing of the building of 
the line, but that they could not be concluded by January 1, 1926, 


PURCHASE OF TELEPHONE PROPERTY 


The Cumberland Telephone & Telegraph Company, Inc., and 
the Rogersville Telephone & Telegraph Company have applied 
to the Commission for approval of purchase by the former of 
the properties of the latter at Rogersville and Bulls Gap, Tenn. 


B. & O. ACCOUNTING ASSOCIATION 


The Baltimore and Ohio Railroad Accounting Association is 
the first of its kind and was organized three years ago. Its 
members are special accountants, chief clerks, head clerks, sec: 
retaries, and employes of the accounting, treasury, relief, and 
claim departments. The principal object of the organization is 
to afford its members an opportunity to exchange views on mat: 
ters of railway accounting that affect their daily work. Its other 
aims are the promotion of a spirit of friendliness among its 
members and the development of inter-departmental cooperation. 
Its membership has steadily increased until it has a membership 
of 200. It holds monthly meetings at which the members are 
addressed by two speakers, one being an official of the road 
and the other someone prominent in political, economic, or social 
life in Baltimore. The work of accounting and its problems 
form the subject of the talks made by the members themselves 
On the program of the organization’s meetings there are moving 
pictures and illustrated lectures, and the social activities of the 
association are capped by an annual trip over some portion of 
the Baltimore & Ohio line. Officers are as follows: President, 
J. W. Sweitzer; vice-president, J. C. McCahan; secretary, C. W. 
Lewis; treasurer, W. H. Orem. 


REVENUE FREIGHT LOADING 


Reflecting expected seasonal decline in loading, revenue 
freight loading the week ended December 19 totaled 967,88 
cars, aS compared with 1,008,824 cars the preceding week, and 
900,654 and 877,627 cars in the corresponding periods of 192! 
and 1923, respectively, according to the car service division o 
the American Railway Association. The loading the week ended 
December 19, however, was greater than for any corresponding 
period in previous years. Loading to December 19 in 1925 te 
taled 50,476,883 cars. This total exceeded that for any calendal 
year in the past. 

Loading by districts the week ended December 19 and fo 
the corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 12,094 and 9,718; liv 
stock, 3,166 and 3,839; coal, 31,820 and 45,786; coke, 4,080 and 2,962; 
forest products, 5,515 and 5,269; ore, 1,576 and 2,002; merchandise, 
L. C. L., 69,396 and 65,858; miscellaneous, 87,173 and 72,558; total, 
1925, 214,820; 1924, 207,992; 1923, 214,964. . 

Allegheny district: Grain and grain products, 4,748 and 3,72); 
live stock, 2,772 and 2,749; coal, 44,416 and 48,333; coke, 8,411 am 
5,540; forest products, 3,205 and 3,184; ore, 3,068 and 2,393; mer 
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chandise, L. C. L., 51,906 and 49,500; miscellaneous, 77,497 and 68,836; 
total, 1925, 196,023; 1924, 184,256; 1923, 185,340. : 

Pocahontas district: Grain and grain products, 254 and 224; live 
stock, 71 and 118; coal, 41,395 and 34,581; coke, 471 and 389; forest 
products, 1,944 and 1,587; ore, 75 and 77; merchandise, L. C. L., 7,373 
and 7,010; miscellaneous, 5,008 and 3,824; total, 1925, 56,591; 1924, 
47,810; 1923, 39,878. ies 

Southern district: Grain and grain products, 4,518 and 4,005; live 
stock, 1,999 and 2,250; coal, 31,312 and 25,548; coke, 1,265 and 853; 
forest products, 23,189 and 26,708; ore, 1,591 and 1,343; merchandise, 
L. C. L., 41,036 and 40,974; mistellaneous, 52,863 and 50,740; total, 
1925, 157,773; 1924, 152,421; 1923, 130,086. 

Northwestern district: Grain and grain products, 13,224 and 
11,092; live stock, 11,109 and 11,332; coal, 9,165 and 10,416; coke, 1,763 
and 1,654; forest products, 17,871 and 13,744; ore, 646 and 606; mer- 
chandise, L. C. L., 31,132 and 27,398; miscellaneous, 29,593 and 25,671; 
total, 1925, 114,503; 1924, 101,913; 1923, 111,194. 

Central Western district: Grain and grain products, 14,154 and 
12,830; live stock, 12,630 and 13,051; coal, 22,495 and 20,155; coke, 
309 and 325; forest products, 10,270 and 8,054; ore, 4,055 and 3,336; 
merchandise, L. C. L., 37,173 and 35,061; miscellaneous, 53,172 and 
44,677; total, 1925, 154,258; 1924, 137,489; 1923, 136,086. 

Southwestern district: Grain and grain products, 5,167 and 5,593; 
live stock, 2,649 and 2,887; coal, 6,795 and 6,028; coke, 204 and 149; 
forest products, 7,473 and 8,868; ore, 614 and 418; merchandise, L. 
Cc. L., 14,644 and 13,788; miscellaneous, 36,372 and 31,042; total, 1925, 
73,918; 1924, 68,733; 1923, 60,079. 

Total, all roads: Grain and grain products, 54,159 and 47,183; live 
stock, 34,396 and 36,226; coal, 187,398 and 190,847; coke, 16,503 and 
11,872; forest products, 69,467 and 67,414; ore, 11,625 and 10,175; mer- 
chandise, L. C. L., 252,660 and 239,589; miscellaneous, 341,678 and 
297,348; total, 1925, 967,886; 1924, 900,654; 1923, 877,627. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January.............. 4,450,993 4,294,270 4,239,379 
Four weeks in February............ 3,619,326 3,631,819 3,414,809 
Four weeks in March............... 3,694,916 3,661,922 3,662,552 
ee ee re 3,721,662 3,498,230 3,764,266 
i ee eer 4,854,720 4,473,729 4,876,893 
DOG? WEGRS 1 JUNG 2. ccccccccccces 3,956,011 3,625,182 4,047,603 
WOOP WEG TE SUEY ccc ccivcccceccose 3,887,834 3,524,909 3,940,735 
Dive weens th August.....%....ccccece 5,364,010 4,843,997 5,209,219 
Four weeks in September........... 4,297,453 4,147,885 4,147,783 
Five weeks in October.......... 00. 5,537,408 5,455,431 5,348,499 
Four weeks in November........... 4.094,967 3,902,172 3,853,651 
UGE GE TMOOUINES Goicicccccccvecees 1,020,873 969,485 913,921 
Week of December 12......ccccccces 1,008,824 957,424 899,757 
Week of December 19.............4. 967,886 900,654 877,627 

EE ‘Mebvedeesunaeurnepeduusscues 50,476,883 47,887,109 49,196,694 





FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended December 26 totaled 6,539 cars, as compared with 10,572 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
decline in shipments was attributed to the holidays and to cold 
weather. Shipments were reported as follows: 


Apples, 911 cars; cauliflower, 133 cars; cabbage, 344 cars; celery, 
339 cars; eggplant, 1 car; imports, 5 cars; grapefruit, 217 cars; im- 
ports, 32 cars; grapes, 27 cars; lemons, 145 cars; lettuce, 538 cars; 
mixed citrus fruits, 56 cars; mixed vegetables, 275 cars; imports, 8 
cars; onions, 248 cars; oranges, 795 cars; imports, 24 Cars; pears, 
15 cars; peppers, 16 cars; imports, 8 cars; spinach, 172 cars; string 
beans, 13 cars; sweet potatoes, 257 cars; tomatoes, 11 cars, imports, 
55 cars; potatoes, 2,026 cars. 


ADVISORY BOARDS CONFERENCE 


“For the purpose of discussing interrelated problems of the 
shippers and the carriers as well as matters pertaining to the 
organization, policy and conduct of the various Shippers’ Re- 
gional Advisory Boards organized throughout the United States, 
the first joint conference ever held of the members of those 
boards will take place at the Blackstone Hotel in Chicago on 
January 7 and 8,” says the car service division of the American 
Railway Association in a statement, continuing as follows: 


A large number of subjects of general interest will come up for 
consideration at the meeting which will be open to the public. Among 
those attending the meeting will be the officers and members of the 
twelve shippers’ regional advisory boards that now cover the entire 
United States; the members of the contact committees appointed by 
the various carriers to cooperate with the boards; executives and 
officers of the various carriers and the car service division of the 
American Railway Association and representatives of the various 
state railroad commissions. 

Among the matters to be taken up at the meeting will be re- 
ports to be presented by each regional advisory board relative to 
economic conditions in the various districts and a survey of ex- 
isting transportation conditions. Plans will also be discussed in re- 
spect to the submission of uniform reports by the various boards 
so that it will always be possible, by placing these reports together, 
to obtain a composite picture of general business conditions through- 
out the United States, which will enable the railroads to anticipate 
transportation demands. : 

Twelve shippers’ regional advisory boards have already been 
organized throughout the country, the territory of each board in 
a general way corresponding to that of the various federal reserve 
boards and these shippers’ boards are functioning successfully. In 
fact, it has largely been due to the active cooperation of the shippers 
through these boards that the railroads in 1925 handled without dif- 
ficulty the greatest freight traffic on record, measured by the num- 
ber of cars loaded with revenue freight. 

Despite the fact that the volume of freight traffic offered to the 
railroads this year exceeded all previous marks, there has been the 
best balanced traffic in the history of the railroads and at all times 
there has been more than 103,000 surplus freight cars in good repair 
and immediately available for service when necessary. At the same 
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time the motive power situation on the railroads has been the 
most satisfactory in years, the carriers having never had less than 
4,200 serviceable locomotives in storage. 

Except for the situation in Florida where a Florida division 
of the southeastern shippers’ regional advisory board has been oy. 
ganized with a view of solving the transportation problems that exist 
there, no major complaints as to the service the railroads have 
rendered in 1925 have been made to the Interstate Commerce Com. 
mission, all of these matters having been solved satisfactorily 9 
conferences between the various boards and representatives of the 
railroads. The functioning of these boards has been so satisfactory 
that the Interstate Commerce Commission, the National Association 
of State Public Utilities Commissioners, the Department of Com. 
merce, Department of Agriculture, Federal Reserve Board and the na. 
tional industrial, trade and farm organizations have endorsed them, 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name js 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified aocenting., to the types of pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names — only under the group in which 


they are most frequently associated. 
CLASSIFICATIONS: 
‘ o_o Classification Committee, F. W. Smith, New York. 


. Southern Classification Committee, E. H. Dulaney, Atlanta 
a. 

Western Classification Committee, R. C. Fyfe, Chicago, I 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Atlanta Freight Tariff Bu- 
reau, J. H. Glenn, agent, Atlanta, Ga.; Louisville Freight Tariff 
Bureau, F. L. Speiden, agent, Louisville, Ky.; Richmond Freight 
Tariff Bureau, J. J. Cottrell, agent, Richmond, Va.; New Or- 
— Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, 


Canadian Freight Association (Eastern), G. C. Ransom, 
Montreal, Que. 


Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, Tl. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 


North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 


‘ — Freight Tariff Bureau, F. W. Gomph, San Francisco, 
va . 


Southwestern Freight Bureau, F. A. Leland, St, Louis, Mo. 
Transcontinental Freight Bureau, R. H. Countiss, Chicago, Il. 
Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, E. B. Boyd, Chicago, Ill. 


MINOR FREIGHT ASSOCIATIONS: 


Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A, Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, III. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B.), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 

Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 


LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi- 
cago, Ill. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, Ill. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. 

Continental Line, Central State Dispatch (B. & O. R. R.), 

A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 
Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 
Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C-L. L.), 

(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 

(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 
Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 
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ROCHESTER, N. Y. 


 B.R.& P. WARE HOLS! 
4 
ER Shea 


GENERAL. MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°s"¢*"«" 


pac LF] C 
fap SPPEAN 


Le LIN 


Fortnightly Sailings Via Panama Canal 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Carge offers. 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, Commercial Agent 


106 Merchants Exchange Bldg. St. Louis, Mo. 


WORLD 


INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 


A an2 hada a f° 
TERMINAL 
WAREHOUSE 

—Renders all forms of warehouse service. 
—Stores automobiles and general merchandise. 


—Distributes pool cars without carting charges and makes 
local deliveries. 

—lIssues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 

—Conducts only Bonded Warehouse in Buffalo. 

For information and prices, write 


J. E. WILSON, Traffic Manager 


Kt tdeE te CF tne, 


680 Seneca Street BUFFALO, N. Y. 
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W. S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 
Ontario Central Despatch (M, C. R. R.), J. B. Stewart, New 
York, N. Y. 
Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 
Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 


American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 


Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 
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Explosives and Dangerous Articles, B. W. Dunn, New York 
N.S. ' 


National Perishable Freight Committee, R, C. Dearborn, 
Chicago, Il. 

Official wreight Tariff Directory, G. B. Guthrie, Wash. 
ington, D. C. ; 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran. 
cisco, Calif. , 

Railway Equipment Register, G. P. Conard, New York, N. y, 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, Ill. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


= ——— Sa — a 








Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 4—Washington, D. C.—Examiner Halderman: 
Valuation No. 510—In re tentative valuation of the property of the 
Minneapolis & St. Louis R. R. Co. 


January 4, 1926—Kansas City, Mo.—Commissioner Aitchison: 
' Ex Parte 87—Revenues in Western District. 
17000—Rate Structure Investigation. 


January 4—Los Angeles, Cal.—Examiner Flynn: 
17409 and Sub. No. 1—Southern Glass Co. vs. G. H. & S. A. Ry., et al. 


January 4, 1926—Washington, D. C.—Examiner Haley: 
Finance No. 3802—Excess income of the Lehigh & Hudson River 
Railway Company. 


January 4—Washington, D. C.—Examiner Fowler: 


Valuation No. 557—In re tentative valuation of the property of the 
Hamilton Belt Ry. Co. 


January 4—Harrisburg, Penna.—Examiner Knowlton: 
17470—National Association of Ice Cream Manufacturers vs. Amer- 
ican Ry. Express Co. et al. 


January 5—Lynchburg, Va.—Examiner Fuller: 
17505—' 


Traffic Bureau—Chamber of Commerce (Lynchburg, Va.) vs. 
Penna. R. R. et al. 


17521—Traffic Bureau—Chamber of Commerce vs. Penna. R. R. et al. 


17589—TraffiCc Bureau—Chamber of Commerce (Lynchburg, Va.) vs. 
N. & W. Ry. et al. 


January 5—Eau Claire, Wis.—Railroad Commission of Wisconsin: 
Finance No. 3215—Application Fairchild & North Eastern Ry. Co. 


for a certificate of public convenience and necessity: authorizing 
the abandonment of its railroad. 


January 5—Washington, D. C.—Examiner Harriman: 
16841—International Paper Co. vs. B. & M. R. R. et al. 


January 5—Williamsport, Pa.—Examiner Knowlton: 
eo noe art Lumber Co. vs. Susquehanna & N. 
. R. R. et al. 


January 6—Rochester, N. Y.—Examiner Knowlton: 


17391—American Cider Vinegar Manufacturers’ Assn. vs. N. Y. C. 
R, R. et al. 


January 6—Washington, D. C.—Examiner Fowler: 


Valuation No. 587—In re tentative valuation of the property of the 
Ashley, Drew & Northern R. R. Co. 


January 6—Washington, D. C.—Examiner Folsom: 


Valuation No. 569—In re tentative valuation of the property of the 
Trinity Valley & Northern Ry. Co 


' Valuation No. 584—In re tentative valuation of the property of the 
Christie & Eastern Ry. Co. 


January 6—Argument at Washington, D. 


cs 
1. & S. No. 2533.—Butter and lard tubs, meat and packing house 
products, from and to Southwestern points. 


1. & S. No. 2514—Apples from Virginia points to eastern destinations. 
January 6—Washington, D. C.—Examiner Harraman: 
— Creek Valley Lumber Company vs. B. & O. R. R. 
et al. 
January 6—Washington, D. C.—Examiner Folsom: 
Valuation No. 168—In re tentative valuation of the property of Chi- 
cago, Indianapolis & Louisville Ry. Co. et al. 
January 6—Louisville, Ky.—Examiner Weems: 
17677—Great Southern Refining Co. vs. A. C. & Y. et al. 


7 7—New York, N. Y.—Commissioner Cox and Examiner Bard- 
well: 


* 17021—Investigation of Chicago, Milwaukee & St. Paul Ry. Co. 

January 7—San Francisco, Calif.—Examiner Mullen: 
9200—Railway Mail Pay. 

January 7—Elizabeth City, N. C.—Examiner Fuller: 
17631—Spence-Hollowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 
17383 (and Sub. No. 1 to 7 incl.)—A. J. Doughty and A. J. Doughty, 

as Agents, vs. A. C. L. R. R. et al. 

January 7—Argument at Washington, D. Ce: 

Finance No. 501—Guaranty Settlement with Great Northern Ry. Co. 
si 463—Guaranty Settlement with Farmers Grain & Ship- 


Finance No. 879—Guaranty Settlement with Watertown & Sioux 
Falls Ry. Co. 


to the Go 


mission .- : 
ume = 


Finance No. 377—Guaranty Settlement with Chicago, Indianapolis 
& Louisville Ry. Co. 
Finance No. 708—Guaranty Settlement with Northern Pacific Ry. Co. 
F anes ee Settlement with Gilmore & Pittsburgh 
y. 0., ° 
=o No. 311—Settlement with Big Fork & International Falls 
y. Co. 
Finance No. 312—Guaranty Settlement with Billings & Central Mon- 
tana Ry. Co. 


Finance No. 638—Guaranty Settlement with Minnesota & Interna- 
tional Ry. Co. 


January 8—Argument at Washington, D. C.: 
a. & Ss. No. 2504—Ice from Illinois and Wisconsin to the Chicago 
district. 
5504—The Cotton Manufacturers’ Association of South Carolina vs. 
Cc. Cc. & O. Ry., Director General, as Agent, et al. 


January 8—Phoenix, Ariz.—Examiner Flynn: 
17479—Pratt-Gilbert Co. et al. vs. A. & V. Ry. et al. 
17557—Pratt-Gilbert Co. et al. vs? Ariz. Eastern R. 


January 8—Buffalo, N. Y.—Examiner Knowlton: 
16664—C. A. Johnston vs. A. C. L. R. R. 
17171—Chester A. Johnston vs. C. & W. C. Ry. 


January 8—Memphis, Tenn.—Examiner Weems: 
#17643 (and Sub. No. 1)—Wm. Fraser, Jr., Inc., vs. A. C. L. R. R. 
et al. 


January 9—Phoenix, Ariz.—Examiner Flynn: 
* |, & S. No. 2570—Sugar, California to points in Arizona. 
January 9—Argument at Washington, D. C.: 
Finance No. 3525—Application Aroostook Valley R. R. Co. for au- 
thority to construct an extension of its line in Aroostook County, 
Maine. 


January 11—Columbia, S. C.—Examiner Fuller: 
47099—South Carolina Penitentiary et al. vs. Aberdeen & Rockfish 
R. R. Co. et al. 


January 11—New York, N. Y.—Examiner Shanafelt: 
'16197—The Atlas Portland Cement Co. vs. N. & B. R. R. et al. 
17149—Holden Paper Co. vs. Erie R. R. Co. 


January 11—Jackson, Miss.—Examiner Weems: 
17672—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
17716—Jackson Traffic Bureau for Jackson Fertilizer Co. vs. A. & 
V. Ry. et al. 
* 45339—Jackson Traffic Bureau for Jackson Fertilizer Company vs. 
A. & V. Ry. et al. 
January 11—Washington, D. C.—Examiner Harriman: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 
January 11—Cleveland, O.—Examiner Knowlton: 
17478 (and Sub. No. 1)—The Folberth Auto Specialty Co. vs. N. 
Y. C. R. R. et al. 
January 12—New York, N. Y.—Examiner Shanafelt: 
17201—J. H. Schneider & Co. et al vs. D. L. & W. R. R. et al. 


January 12—Washington, D. C.—Examiner Kephart: 
Valuation No. 235—In re tentative valuation of the properties of 
the Virginian Ry. Co. and the Virginian Terminal Ry. Co. 

January 12—Cleveland, O.—Examiner Knowlton: 

17554—Peter Witt vs. N. Y. C. R. R. et al. 
January 13—New York, N. Y.—Examiner Shanafelt: 

17449—S. Berger vs. Penn. R. R. 

17367—The Texas Co. vs. B. S. L. & W. Ry. et al. 
January 13—Cleveland, O.—Examiner Knowlton: 

ey American Petroleum Products Co. vs. C. C. C. & St. L. 

y. et al. 

16534 (and Sub. No. 1)—The National Refining Co. et al. vs. C. C. 
Cc. & St. L. Ry. et al. 

January 13—Washington, D. C.—Examiner Harraman: 

17596—Labor Co-Operative, Educational and Publishing Society vs. 
B. & O. R. R. et al. 

January 13—Argument at Washington, D. C.: 

Finance No. 3284—In the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as Receivers of the Texts & Pacific 
Ry. Co., for a certificate of public convenience and necessity 
authorizing the abandonment and dismantling of the Midland & 
Northwestern Ry. 

ee Investigation. Fourth Section Order 





R. et al. 


January 13—Washington, D. C.—Examiner Folsom: 


Valuation No. 566—In re tentative valuation of the property of the 
Trinity Valley Southern R. R. Co. sitet 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 

























2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 

complaints before the Interstate Commerce 

Commission, matters before the Federal Trade 

Commission, bills in Congress and similar 

matters. 

















8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 

attempted. 


















4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 

tentative reports of the Interstate Commerce 

Commission and similar documents. 















5. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 












DAILY 


RAFFICWORLD 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 





THE TRAFFIC WORLD 






50 CENTS 














FOR 

































You can get an authoritative 
up-to-date book, on any 
one of the following 
vital subjects: 


Diversion and 
Reconsignment 


Demurrage Tariffs 
Freight Routing 


Personnel of Freight 
Traffic Departments 


Transit Services 
and Privileges 


Each one written by an authority, 
and each one substantially bound in 
heavy boards, of a size conveniently 
to fit the pocket. 


Or, if you wish two, you may 
have them for seventy-five cents; 
three or more for thirty-five cents 
each, postpaid. 

Don’t judge by the price. Try 
one and see. Or let us send youa 
prospectus. 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 
418 So. Market St., Chicago, II. 
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January 14—New York, N. Y.—Examiner Shanafelt: 
17504—L. Casazza & Co. et al. vs. D. L. & W. R. R. et al. 


January 14—Atlanta, Ga.—Examiner Fuller: 
1. & S. No. 2557—Handling, storage and wharfage charges on fer- 
tilizer at Gulf ports. 


January 14—Argument at Washington, D. C.: 
Finance No. 4741—Construction of Line by New York, Pittsburgh 
& Chicago Railroad. 


January 14—Shreveport, La.—Examiner Weems: 
17585—Meriwether Sand & Gravel Co., Inc., vs. St. L. S. W. Ry. 


et al. 
17436—The Long Bell Lumber Co. vs. A. & S. Ry. et al. 


January 14—Washington, D. C.—Examiner Macomber: 
Valuation No. 607—In re tentative valuation of the property of the 
Savannah & Statesboro Ry. Co. 


January 14—Washington, D. C.—Examiner Hendon: 
Valuation No. 580—In re tentative valuation of the property of the 
Texas, Oklahoma & Eastern R. R. Co. 


January 15—Chattanooga, Tenn.—Examiner Cassidy: 
1. & S. No. 2565—Classification Ratings on Hand Pea Hullers. 


January 15—Washington, D. C.—Examiner Sullivan: 

Finance No. 5244—Application of the Pittsburgh & West Virginia 
Ry. Co. under Section 20a of the Interstate Commerce Act for 
authority to change the par value of its common stock and to 
convert a portion thereof into preferred stock. 


January 15—Washington, D. C.—Examiner Harraman: 
17616—Security Cement & Lime Co. vs. A. & St. L. R. R. et al. 


January 15—New York, N. Y.—Examiner Shanafelt: 
17575—Federated Metals Corporation vs. C. R. R. of N. J. et al. 


January 15—Atlanta, Ga.—Examiner Fuller: 
1. & S. No. 2561—Rules governing minimum carload weights, de- 
pendents upon marked capacity of car from southern points. 


January 15-16—Argument at Washington, D. C.: 
Valuation No. 344—In re tentative valuation of the properties of the 
Vandalia R. R. Co. et al. 
Valuation No. 362—In re tentative valuations of the properties of 
the P. C. C. & St. L. Ry. Co. et al. 


January 16—Alexandria, La.—Examiner Weems: 
17325—Alexandria Refining Co. vs. C. R. I. & P. Ry. Co. 


January 16—Atlanta, Ga.—Examiner Fuller: 
17283—Bradley and Woertz vs. Ill. Cent. R. R. et al. 
Portions Fourth Section Applications No. 2045 et al. 
17510—E. R. Cook et al. vs. Sou. Ry. et al. 


January 18—New York, N. Y.—Examiner Shanafelt: 
* 6 > - 2569—Class rates between points in New York and New 
ngland. 


January 18—Washington, D. C.—Examiner Boles and Molster: 

* Finance No. 4807—Application of Detroit & Ironton R. R. Co. for 
a certificate of public convenience and necessity authorizing the 
acquisition and operation of the railroad of the Detroit, Toledo 
& Ironton R. R. Co., including the Toledo-Detroit R. R. 

* Finance No. 5149—Application of Detroit & Ironton R. R. Co. for 
authority to acquire control of the Detroit, Toledo & Ironton 
=~ - Co. and the Toledo-Detroit R. R. Co. by purchase of capital 
stock. 

* Finance No. 5150—Application of Detroit & Ironton R. R. Co. for 
or to issue certain securities and to assume certain obliga- 

ons. 


January 18—Washington, D. C.—Examiner Gibson: 

Valuation No. 264—In re tentative valuations of the properties of 
the C. C. C. @& St. LA Ry. et al. 

Valuation No. 547—In re tentative valuation of the property of the 
Cc. K. & S. Ry. 

Valuation No. 573—In re tentative valuation of the property of the 
Detroit Terminal R. R. Co. 

Valuation No. 620—In re tentative valuations of the properties of 
the Kanawha & Michigan Ry. Co. et al. 

Valuation No. 600—In re tentative valuation of the property of the 
Kanawha & West Virginia R. R. Co. 

Valuation No. 564—In re tentative valuations of the properties of 
the Michigan Central Railroad Company; Canada Southern Bridge 
Company; Detroit Manufacturers Railroad; Detroit River Tunnel 
Company; Joliet & Northern Indiana Railroad Company; Lansing 
Transit Railway Company; Niagara River Bridge Company; St. 
Clair & Western Railroad, and St. Joseph, South Bend & South- 
ern Railroad Company. 


January 18—Detroit, Mich.—Examiner Knowlton: 


— Motors Corp. vs. Director-General, as agent, N. Y. C. 


January 18—Atlanta, Ga.—Examiner Fuller: 
17300—Bragg and Millsaps Co. et al. vs. A. & W. P. R. R. et al. 


January 18—New Orleans, La.—Examiner Weems: 
17555—Crescent Bed Co., Inc., vs. C. R. I. & P. Ry. et al. 


January 18—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3898—Excess Income of the Richmond, Fredericksburg 
& Potomac R. R. Co. 
January 18—Argument at Washington, D. C.: 
16901—Drayage absorptions by Southwest Missouri R. R. Co. 
14533—Traffic Bureau of the Sioux City Chamber of Commerce 
et al. vs. B. & O. R. R. et al. 


January 18—Washington, D. C.—Examiner O’Neill: 
Valuation No. 514—In re tentative valuation of the property of the 
V. S. & P. Ry. Co. 


January 18—Washington, D. C.—Examiner Norman: 

Valuation No, 358—In re tentative valuation of the property of the 
Ft. Worth & R. G. Ry. Co. 

Valuation No. 360—In re tentative valuation of the property of the 
x C.. C. & &. Ry. Co. 

Valuation No. 400—In re tentative valuation of the property of the 
St. Louis-San Francisco Ry. Co. et al. 

Valuation No. 407—In re tentative valuation of the property of the 
Brownwood North and South Ry. Co. 

Valuation No. 408—In re tentative valuation of the property of the 
St. Louis, San Francisco & Texas Ry. Co. 
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Valuation No. 409—In re tentative valuation of the property of the 
Paris & Great Northern R. R. Co. 

Valuation No. 455—In re tentative valuation of the property of the 
Quannah, Acme & Pacific Ry. Co. 

Valuation No. 636—In re tentative valuation of the properties of 
Birmingham Belt R. R. Co. and Metropolitan Rapid Transit, 
Light & Power Co. 

Valuation No. 637—In re tentative valuation of the property of the 
West Tulsa Belt Ry. Co. 


January 18—Washington, D. C.—Examiner Boyden: 
Valuation No. 603—In re tentative valuation of the property of the 
Alabama & Vicksburg Ry. Co. 


January 18—Washington, D. C.—Examiner Kelley: 
Valuation No. 491—In re tentative valuation of the property of the 
Texas & Pacific Ry. Co. 
Valuation No. 297—In re tentative valuation of the property of the 
Denison & Pacific Suburban Ry. Co. 


Valuation No. 353—In re tentative valuation of the property of the 
Weatherford, Mineral Wells and Northwestern Ry. Co. 


January 18—Washington, D. C.—Examiner Hendon: 
‘Valuation No. 518—In re tentative valuation of the property of 
Gulf, Florida & Alabama Ry. Co. 


January 18—Washington, D. C.—Examiner Harraman: _ 
17491 (and Sub. Nos. 1 to 3, incl.)—Washington Building Lime Co, 
vs. B. & O. R. R. et al. 


January T9—Argument at Washington, D. C.: 
1. & S. No. 2463—Bananas from Gulf Ports to Southeastern points, 
1. & S. No. 2526—Lettuce from Pacific Coast Territory to Eastern 
points. 


January 19—New York, N. Y.—Examiner Shanafelt: 
17582—United Paperboard Company, Inc., vs. D. & H. Co. et al. 


January 20—Washington, D. C.—Examiner Mullen: 
* 13413—In the Matter of Automatic Train Control Devices. 


January 20—Mobile, Ala.—Examiner Weems: 
7679—Mobile Steel Co. vs. A. F. & G. R. R. et al. 


January 20—Washington, D. C.—Examiner Harraman: 
17619—Chesapeake Western Ry. vs. N. & W. Ry. et al. 


January 20—New York, N. Y.—Examiner Shanafelt: 
17581—Richmond Radiator Co. vs. C. & N. W. Ry. et al. 


January 20—Saginaw, Mich.—Examiner Knowlton: 
16810—The Lufkin Rule Co. vs. Mich. Cent. R. R. et al. 


January 20—Columbus, Ga.—Examiner Fuller: 
beg 4 (and _ No. 1 and 2)—National Show Case Co. vs. S. A. L 
y. et al. 


—- 20—Richmond, Va.—State Corporation Commission of Vir- 
nia: 


Finance No. 4994—-Application Southern Ry. Co. for authority to 
abandon its line between White Oak and Danville, Va. 


January 20—Washington, D. C.—Examiner Gray: 
Valuation No. 561—In re tentative valuation of the property of the 
Central Vermont Transportation Co. 


January 20—Washington, D. C.—Examiner Potter: 
Valuation No. 611—In re tentative valuation of the property of the 
Pittsburgh & Susquehanna R. R. Co. 


January 21—New York, N. Y.—Examiner Shanafelt: 
17431—The Cardiff Green Marble Co., Inc., vs. Md. & Pa. R. R. et al. 


January 21—Argument at Washington, D. C.: 
14995—Phillips Petroleum Co. vs. Santa Fe et al. 
16200—Oklahoma Traffic Assn. et al. vs. A. & V. Ry. et al. 
16214—Oklahoma Traffic Assn. et al. vs. A. & R. R. R. et al. 


January 21—Washington, D. C.—Examiner Roberts: 
Valuation No. 621—In re tentative valuation of the property of the 
San Luis Central R. R. Co. 


January 22—St. Joseph, Mich.—Examiner Knowlton: 
17397—Manufacturers’ Traffic Bureau et al. vs. B. & O. R. R. et al. 


January 22—New York, N. Y.—Examiner Shanafelt: 
17607—John A. Fiero et al. vs. Penn. R. R. 


January 22—Washington, D. C.—Examiner Harraman: 
17658—Dawkins Lumber Co. vs. C. & O. Ry. et al. 


January 22—Jacksonville, Fla.—Examiner Fuller: 
17578—Jacksonville Traffic Bureau vs. A. & V. Ry. 


January 22—Argument at Washington, D. C.: 
15290—Hughes Tool Co. vs. A. & R. Ry. et al. 

‘ 16108—Consolidated Cut Stone Co. et al. vs. Santa Fe et al. 
16478—Consolidated Cut Stone Co. et al. vs. Santa Fe et al. 
16539—Consolidated Cut Stone Co. et al. vs. Santa Fe et al. 
16390—Wichita Chamber of Commerce et al. vs. A. & V. Ry. et al. 


Finance No, 4823—In the matter of the application of the San An- 
tonio & Aransas Pass. Ry. Co., for a certificate of public conven- 
ience and necessity authorizing the construction by it of an ex- 
tension of its railroad in Brooks and Hidalgo Counties, Texas. 


Finance No. 5005—Application of San Antonio & Aransas Pass. Ry. 
Co. for a certificate of public convenience and necessity for au- 
thorizing the construction of a line of railroad from a point near 
Edinburg to a point near Harlingen in Hidalgo and Cameron 
Counties, Texas. 


et al. 


January 22—Montgomery, Ala.—Examiner Weems: 
17117—Hudson & Thompson et al. vs. N. I. & N. R. R. et al. 


January 23—Washington, D. C.—Examiner Harraman: 
17657—Gulf Coal Co. vs. Virginian Ry. Co. et al. 


January 23—Argument at Washington, D. C.: 
14190—American National Live Stock Assn. et al. vs. Santa Fe et al. 
= o-— Nos. 1 and 2)—Butters Lumber Co. vs. A. C, L. 
. R. et al. 
9802—Waccamaw Lumber Co. vs. A. C. L. R. R. et al. 


January 25—Washington, D. C.—Examiner Johnston: 

* Valuation Ne. 195—In re tentative valuation of the property of 
the Central Union Depot and Railway Co. of Cincinnati. 

* Valuation No. 143—In re tentative valuation of the property of the 
Kankakee & Seneca R. R. Co. 
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STORAGE DISTRIBUTION 


Market Cold Storage and Warehon, 
Se Co, 


GEORGE S. LOVEJOY 


Manager General Storage Department 


quincy 


178 Atlantic Avenue ze 
Boston, Mass. 


SERVICE 































Direct connection with New York, New Haven — mee ae "wr 
Cun EEE cde tad. Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 


It Is Like Having a Branch Plant | 
or Your Own Warehouse : 

In the Metropolitan District When You Secure Space in 
TERMINAL 


center for the ho manufacture and distribution a a8 
of every character. 


Kenna Terminal is in the greatest industrial center of this country, 
with 6,000,000 people within a radius of 10 miles; with direct con- f 
nections with every important railroad to the Atlantic Seaboard, 
and giving berth in a 30 ft. channel to the largest ocean vessels. Fd 
It is just like having a branch of your own when you use Kenna E 
Terminal for a distribution point. Your goods are mF for , 
immediate delivery in this wonderful market. Goods for domestic 
shipment are moved by hand truck across the loading platform te 
LEHICH ae a the motor truck, freight car or steamer. Goods for export shipment 

are handled en a covered wharf direct to the largest steamer, or 
if coming direct from your plant, are put aboard steamer from 
the car in which they are loaded at your factory. 


Such facilities as these could not be obtained by an individual manufacturer without a huge expenditure. 
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KENNA TERMINAL, PORT NEWARK, NEW JERSEY j; 
Charles Milbauer, General Manager, Address P. O. Box 504, Newark, N. J. 
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January 25—Concord, N. H.—Examiner Jameson: 
Finance No. 5101—Application of Boston & Maine R. R. for authority 
to abandon its Lakeport-Rochester, New Hampshire Branch. 
January 25—Birmingham, Ala.—Examiner Weems: 
“a American Lumber & Export Co. et al. vs. A. & V. Ry. 
et al. 


January 25—Fort Wayne, Ind.—Examiner Knowlton: 
17584—Dr. Miles Medical Co. vs. A. C. & Y. Ry. et al. 


January 25—New York, N. Y.—Examiner Shanafelt: 
17381—Louis Richman, Irving Richman and Meyer Samuels, doing 
business as Richman & Samuels vs. American Ry. Exp. Co. et al. 


January 25—Sanford, Fla.—Examiner Fuller: 
17416—Chase & Co., a Corporation vs. A. C. L. R. R. 


January 25—Washington, D. C.—Examiner Harraman: 
17444—Perry Iron Co. vs. N. Y. C. R. R. et al. 
17718—The Hanna Furnace Co. et al. vs. N. Y. C. R. R. et al. 


January 25—Argument at Washington, D. C.: 
16320—Congoleum Co., Inc., vs. C. & N. W. Ry. et al. 
16657 (and Sub. No. 1)—W. Ames & Co. et al. vs. N. Y., N. H. & 
mn. Ke RR. ot al. 
16323 (and Sub. Nos. 1 to 3, incl.)—The Scott County Milling Co. 
et al. vs. Butler County Railroad Company et al. 

* Finance No. 4712—Application of Morse Brothers Machinery & Sup- 
ply Company for authority to abandon the Saratoga & Encamp- 
ment Ry. : 

January 25—Birmingham, Ala.—Examiner Weems: 

17421—Dolcito Quarry Co. vs. L. & N. R. R. et al. 

January 25—Washington, D. C.—Examiners Marchand and Halder- 
man: 

Valuation No. 310—In re tentative valuation of the property of the 
Virginia & Southwestern Ry. Co 

Valuation No. 556—In re tentative 
Southern Ry. Co. et al. 


January 25—Washington, D. C.—Examiner Conway: 
Valuation No. 555—In re tentative valuation of the DeKalb & West- 
ern R. R. Co. 
January 25—Fort Wayne, Ind.—Examiner Knowlton: 
17723—Dr. Miles Medical Co. vs. B. & O. R. R. et al. 
January 25—Washington, D. C.—Examiner Corbitt: 
Valuation No. 551—In re tentative valuation of the properties of 
the Louisiana & Pine Bluff Ry. Co. 
Valuation No. 606—In re tentative valuation of the property of the 
Arkansas & Louisiana Midland Ry. Co. 
Valuation No. 294—In re tentative valuation of the property of 
the Nacogdoches & Southeastern R. R. Co. 
Valuation No. 669—In re tentative valuation of the property of the 
Mansfield Ry. & Transportation Co. 


January 26—Birmingham, Ala.—Examiner Weems: 
17480—Wertheimer Bag Co. vs. B. & A. R. R. et al. 
* 1. & S. No. 2571—Coal tar and pitch from Birmingham, Ala., and 
group to North Carolina and South Carolina points. 
January 26—Indianapolis, Ind.—Examiner Knowlton: 
17396 (and Sub. Nos. 1 to 8, incl.)—C. W. Downing & Son vs. 
James C. Davis, Director-General of Railroads, as agent. 
17403 (and Sub. No. 1)—L. M. Van Hart vs. C. I. & W. R. R. et al. 


January 26—New York, N. Y.—Examiner Shanafelt: 
17617—Keystone Glue Company et al. vs. Southern Ry. et al. 
Portions Fourth Section Applications No. 703 et al. 


January 26—Argument at Washington, D. C.: 
16282 (and Sub. No. 1)—McEwing & Thomas Clay Products Co. 
et al. vs. C. & E. I. Ry. et al. 
_ Procter & Gamble Manufacturing Co. vs. B. & O. R. R. 
et al. 
16208—Cook & Swan Co., Inc., vs. C. R. R. of N. J. et al. 
16853—The Federal Products Co. vs. Ill. Cent. R. R. et al. 


January 27—Lakeland, Fla.—Examiner Fuller: 
' 17652—Mine & Supply Company vs. A. C. L. R. R. et al. 
‘ 17644—Lakeland Chamber of Commerce vs. Atlantic Coast Line 
R. R. Co. et al. 
Portions Fourth Section Application No. 703 of Atlantic Coast 
Line R. R. 


January 27—Argument at Washington, D. C.: 
15082—Capital Grain & Feed Co. et al. vs. Ill. Cent. R. R. et al. 
a Water Power & Paper Co. et al. vs. Can. Natl. 
ys. et al. 
15407—Alabama-Georgia Syrup Co. vs. A. C. L. R. R. Co. et al. 
January 27—Indianapolis, Ind.—Examiner Knowlton: 
17446—J. P. Shoemaker Grain Co. vs. C. C. C. & St. L. Ry. et al. 
17518—Republic Creosoting Co. vs. A. G. S. R. R. et al. 
January 28—Knoxville, Tenn.—Examiner Weems: 
17437—Sterchi Brothers vs. Gt. Nor. Ry., et al. 
January 28—Argument at Washington, D. C.: 
be or ge River Pulp & Paper Mills, Ltd., vs. A. & W. Ry. 
o. et al. 
16480—John S. Robinson, doing business as the Norfolk Hide & 
Metal Co., vs. Santa Fe et al. 
January 29—Washington, D. C.—Examiner Harraman: 
17390 one Sub. No. 1)—Luckenback Steamship Co. vs. Southern Ry. 
et al. 
January 29—Argument at Washington, D. 
16341 (and Sub. Nos. 1 and 2)—Nebraska 
A. & W. Ry. et al. 
16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. et al. 
15877—Standard Oil Co., an Indiana Corporation, vs. Santa Fe et al. 
15878—Same vs. Same. 
January 30—Huntington, W. Va.—Examiner Knowlton: 
17426—The West Virginia Rail Co. vs. C. & O. Ry. et al. 
January 30—Tampa, Fla.—Examiner Fuller: 
17717—Traffic Department, Chamber of Commerce, 
Fla., et al. vs. A. & V. Ry. et al. 
January 30—Amsterdam, N. Y.—Examiner Shanafelt: 
17519 (and Sub. No. 1)—Mohawk Carpet Mills, Inc., vs. N. Y. C. R. R. 
January 30—Bluefield, W. Va.—Examiner Weems: 
17400—Appalachian Power Co. et al. vs. N. & W. Ry. 
16892—The Traffic Bureau, Williamson Chamber of Commerce, 
Williamson, W. Va., vs. B. & O. R. R. et al. 


February 1—Boston, Mass.—Examiner Shanafelt 
——e Leather Company Trust et al vs. M. & O. R. R. 
et al. 
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Portions Fourth Section Application 2138. 
17090—The Heinze Electric Co. vs. B. & M. R. R. et al. 


February 1—Charleston, W. Va.—Examiner Knowlton: 
17363—E.-C. Klipstein & Sons Co. vs, I. H. B. R. R. et al. 


February 1—Washington, D. C.—Examiner Haley: 
Finance No. 3615—Excess Income of the Ashland 


February 1—Houston, Tex.—Examiner Disque: 
15670—Houston Packing Co. vs. Santa Fe et al. | 
* 1. & S. No. 2572—Switching at Beaumont, Tex. | 


February 1—New Orleans—Examiner Koch: 
17436—The Long Bell Lumber Co. vs. A. & S. Ry. et al. 


February 2—Charleston, W. Va.—Examiner Knowlton: 
“a ea Black Band Coal Co. et al. vs. Kanawha Central 
y. Co. et al. 
oo Black Band Coal Co. et al. vs. C. & O. Ry. Cp, 
et al. 


February 2—Boston, Mass.—Examiner Shanafelt: 
17276—E. H. Kingman Co. vs. A. C. L. R. R. et al. 
17422—The H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. 


February 2—Washington, D. C.—Examiner Conway: 
Valuation No. 618—In re tentative valuation of the properties of the 
Randolph & Cumberland Ry. Co. and the Carthage R. R. Co. 
February 3—Washington, D. C.—Examiner Harraman: 
* 16707—Eastern Shore of Virginia Produce Exchange vs. Pennsy|- 
vania R. R. Co. 
February 3—Macon, Ga.—Examiner Fuller: 
16462 (and Sub. Nos. 1 and 2)—Georgia Peach Growers Exchange et 
al. va. A. G. BS. R. RB. ot al. 
Portions Fourth Section Application No. 542 et al. 
17132 (and Sub No. 1)—Georgia Fruit Exchange et al vs. A. & R. 
R. R. e€ al. 
February 3—Boston, Mass.—Examiner Shanafelt: 
17458—Nonantum Coal Co. vs. B. & M. R. R. et al. 


February 3—New Orleans, La.—Examiner Koch: 
1. & S. No. 2560—Commodity Rates to and from Gulf Ports. 
12798—Galveston Commercial Assn. vs. @. H. & S. A. Ry. et al. 


February 3—Washington, D. C.—Examiner Corbitt: 
Valuation No. 627—In re tentative valuation of the property of the 
Elberton & Eastern R. R. Co. 


February 4—Cumberland, Md.—Examiner Knowlton: 
17630—The Kalbaugh Coal Co., Inc., vs. A. C. R. R. et al. 
February 4—Boston, Mass.—Examiner Shanafelt: 


=a A. Whittemore’s Sons et al. vs. N. Y. N. H. & H. RR. 
et al. 


February 4—Washington, D. C.—Examiner Hendon: 
Valuation No. 615—In re tentative valuation of the property of the 
Texas Southeastern R. R. Co. 


February 5—Boston, Mass.—Examiner Shanafelt: 
17384—Boston Wool Trade Ass’n et al. vs. Santa Fe et al. 


February 8—New York, N. Y.—Examiner Shanafelt: 
16923—Port of New York Authority vs. Santa Fe et al. 


February 8—Washington, D. C.—Examiner Fowler: 
Valuation No. 630—In re tentative valuation of the property of the 
Illinois Terminal R. R. Co. 


February 8—Washington, D. C.—Examiner Folson: 
Valuation No. 614—In re tentative valuation of the property of the 
Texas & Mexican Ry. Co. 
* Valuation No. 558—In re tentative valuation of the property of the 
Beaver Valley R. R. Co. 


February 8—Washington, D. C.—Examiner Gray: 
Valuation No. 567—In re tentative valuation of the property of the 
Texas State R. R. 


February 10—Washington, D. C.—Examiner Brinkley: 

* Valuation No. 12—In re tentative valuation of the property of Mis- 
souri Southern R. R. Co. 

February 10—Washington, D. C.—Examiner Boyden: 

* Valuation No. 246—In re tentative valuation of the property of the 
Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern R. R. Co. and West River R. R. Co. 


February 10—Washington, D. C.—Examiner Johnston: 
Valuation No. 465—In re tentative valuation of the property of 
Asherton & Gulf Ry. Co. 


February 10—Washington, D. C.—Examiner Macomber: 
Valuation No. 617—In re tentative valuation of the property of the 
Roanoke River Ry. Co. 
February 10—Ft. Worth, Tex.—Examiner Koch: 
1. & S. No. 2560—Commodity Rates to and from Gulf Ports. 
12798—Galveston Commercial Assn. vs. G. H. & S. A. Ry. et al. 
February 15—Ft. Worth, Texas.—Examiner Koch: 
1. & S. No. 2566—Calves from Txeas to Chicago, Ill., Kansas City, 
Mo., New Orleans, La., and other western destinations. 
February 15—Washington, D. C.—Examiner Rasch: 
Valuation No. 633—In re tentative valuation of the property of the 
San Antonio & Aransas Pass Ry Co. 
February 16—Ft. Worth, Texas—Examiner Koch: 
1. & S. No. 2567—Fresh meats and packing house products from 
Denver, Colo., Group to Texas points. 
February 17—Washington, D. C.—Examiner Conway: 
* Valuation No. 164—In re tentative valuation of the property of 
Charleston & Western Carolina Railway Company. 
February 17—Washington, D. C.—Examiner Harraman: 
17427—The American Sugar Refining Co. vs. A. C. L. R. R. et al. 
February 18—Washington, D. C.—Examiner Gray: 
Valuation No. 643—In re tentative valuation of the property of the 
Toledo, Angola & Western Ry. Co. 
February 23—Washington, D. C.—Examiner Way: 
Valuation No. 639—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (of St. Louis). 
February 23—Washington, D. C.—Examiner Conway: 
* Valuation No. 658—In re tentative valuation of the property of the 
Minneapolis, Red Lake and Manitoba Ry. Co. 
February 24—Washington, D. C.—Examiner Hendon: 
* Valuation No. 644—In re tentative valuation of the property of the 
Rio Grande and Eagle Pass Ry. Co. 


February 25—Washington, D. C.—Examiner Macomber: 
* Valuation No. 648—In re tentative valuation of the property of the 
East Broad Top R. R. and Coal Co. 
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Engineering Skill Applied to Box and 
Crate Design Saves Millions of Dollars 


Years ago, the theory that lum- 
ber thickness determined box 
strength did not lay a heavy 
burden on industry. Lumber 
was cheap. Labor was low. 
Markets were confined. Transit 
rates did not play a big part in 
the final cost of goods. 


But conditions changed. Mar- 
kets broadened. Transportation 
became a serious expense item. 
Lumber prices rose. Labor 
costs increased. 


Importance of Design 


Engineering research proved 
that through better design and 
correct nailing, box weight 


sit charges are lowered. Loss, 
damage and petty theft are re- 
duced. The Pioneer is made in 
box or crate form in the size and 
shape best adapted to your pro- 
duct. Shippers in almost every 
industry are using it. 


Engineering Service 


In the development of safer, 
less expensive shipping contain- 
ers it is only natural that The 
General Box Company should 
take a leading part. 


A corps of practical box and 
crate engineers is maintained to 
analyze shipping methods and 


at al. could be cut without sacrificing a i Pag = box 4 
ional strength. Then experiments of the adi di a ha © needs 
’ with steel strapping showed the OF Me Mcivicuat shipper. 

way to still lighter and stronger This service is available to you 
containers. withoutcostor obligation. Write 
a. &§ Finally came development that US. We will gladly make an ap- 
— revolutionized the wood box in- pointment with you. 
of the nid i i , , 
—. the Pat i = nd After the correct container is 
pes OX Ene crate DoUNnC WI designed twelve factories, stra- 
— tegically located, assure you a 
This type of container—the constant, dependable source of 
—r Pioneer—comes to you fully supply. From timberlands to 
assembled or three fourths as- finished product laid down at 
—_ sembled with the steel wires your door, General Box Service 
cll stapled on. Lumber is saved. is complete—and without par- 
iets Protection is increased. Tran- allel in the wood box industry. 
y of the Write for the service of a General Box Engineer 
and a series of bulletins—‘‘General Box Service’ — 
r of Mis- that tells how others are cutting their shipping costs. 
of the GENERAL BOX COMPANY 
506 North Dearborn Street Chicago, Illinois 
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y of the 
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Special Note 


of the The circles to the left graphically illus- 
WE trate the relative reductions in lumber 
thickness from the heavy nailed box to 

of the the strong, lightweight Pioneer. 


of the 
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March 1—Washington, D. C.—Examiner Fowler March 2—Washington, D. C.—Examiner Potte 
* Valuation No. 665—In re tentative valuation "of the property of the * Valuation No. 651—In re tentative valuation of the property of th, ganar 
Great Western Ry. Co. Marianna & Blountstown R. R. Co. ; , ean 
March 1—Washington, D. C.—Examiner Johnston: arch 3—Washington, D. C.—Examiner Walsh: 
* Valuation No. 649—In re tentative valuation of the property of the s Valuation No. 661—In re tentative valuation of the property of th 
Charlotte, Monroe and Columbia R. R. Co. Garyville Northern R. R. Co. e 
March 2—Washington, D. C.—Examiner Roberts: arch 8—Washington, D. C.—Examiner Walter: 
* Valuation No. 660—In re tentative of the property of the Colorado Hy Valuation No. 654—in re tentative valuation of the property of the 
and Southeastern R. R. Co. Gulf & Northern Ry. Co. 





You Don’t Need to Guess at si 


TODAY’S FREIGHT RATES |]: 


or next month’s either, for that matter, L 
if guessing is not satisfactory, for the s 
information now regularly carried in : 


THE TRAFFIC BULLETIN |]: 


will enable you to know them 


Samples and full information free on request RA 
THE TRAFFIC SERVICE CORPORATION ||‘ 


| 418 South Market Street CHICAGO " 





“TRAFFIC SERVICE” 


Interstate Commerce Cases Advisory Service on ICC Procedure Loss and Damage Claims 

Rate Compilations and the Law of Carriers Overcharge Claims 0 
Traffic Statistics Rate Quotations Freight Bills Audited 

ICC Reports Furnished Tariff Interpretations Routings ' 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS | 


319-320 TRANSPORTATION BUILDING 
J. M. SMITH, Manager Washington, D. C. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS. 










AMERICAN FREIGHT BUREAU CHARLES E. BELL BISHOP & BAHLER 
150 Nassau Street New York, N. Y. TRAFFIC ANALYST TRAFFIC MANAGERS 
Established 16 Years TRAFFIC ANALYSES 


All Traffic and Transportation Matters 


RATE SURVEYS Interstate Commerce and State Commission Cases 
Trafhe woe ad Interstate Commerce Cases RATE COMPARISONS 
Rate Exhibits and Comparisons RAILWAY STATISTICS E. W. HOLLINGSWORTH 


Commerce Attorney 
EXHIBITS PREPARED a 
Loss and Damage Claims | ¢39, 632 Transportation Bldg, Washington, D.C. | >! Sones ‘Cant San Fravoieco, Calif, 
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DECISIONS OF THE COMMISSION 
Perishable freight, protective service rules on; I. and S. 2262 . , 
(104 I. C. C., 79-100)... reheat womens tae ageengeee : te of Chicago’s most important 
j r Ark., La., and Tex., to estern Trun ine an e 
Tee cal tarsteiehen: I and S. 2453 (mimeographed).........++ assets is the tremendous volume 
Grain < i ducts f tatio the L. A. & S. L. to ° ‘ ° ° 
—m wi st ne of products which Chicago industries 
Toodhead Lumber Co. vs. Pac. Electric Ry. Co.; case 16824; 
“Zee cement es Ee eee eran ere themselves produce. 
ber and related articles from south Pacific coast states to - : P s 
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Automatic train control; cases under 13413 (mimeographed).. 73 other city. 
Miss. Valley Iron Co. vs. C. & N. W. et al.; case 13288, and 
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Grain and grain products, Mt. Vernon, Ind., to Ohio River From Chicago’s local industries and 
crossings; I. an a MATIMICO RTA BNO) <.6:6:6:50.0.0:0.00:9:0:0.5-0-0600 i 
Hyman-Michaels Co. vs. C. & O. et al.; case 15931; steel shells sources of supply arta be secured an 
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RATE STRUCTURE INVESTIGATION AT KANSAS CITY..... 83 — re — supply of all kinds 
or materials. 
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These facts are not theories but state- 
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Frequent satlings 
to 


Liverpool 
London 
Hull 

Leith 
Manchester 
Bristol 
Glasgow 
Avonmouth 
Amsterdam 
Rotterdam 
Antwerp 
Copenhagen 
Oslo 
Helsingfors 
Danzig 
Christiania 
Genoa 
Dundee 
Londonderry 
Cardiff 
Belfast 
Dublin 
Cork 
Hamburg 
Bremen 
Australian Ports 
Manila 
Yokohama 
Kobe 
Shanghai 
Hong Kong 
Otaru 
Itosaki 
Moji 
Singapore 
Havana 
Java Ports 
New Zealand Ports 


West Coast U. S. A. 
and others. 
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ROM 1915 to 1925 exports 

from Norfolk have grown from 
9 million to 150 million—an in- 
crease of over 1400%! 


Today Norfolk is the first coal 
and tobacco port in America. For 
all shipping it is the second port 


-on the Atlantic seacoast. 


Nature has highly favored Nor- 
folk in its geographic location. 
An all year temperate climate —a 
magnificent harbor—free all year 
from ice—and able to accommo- 
date an unlimited number of 
vessels —these are reasons for 
Norfolk’s astounding growth. 
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Trans-Atlantic ships unloading at the Port of Norfolk City piers 


ORFOLK «= = 


the Gateway Port to the World 


Direct routes to the Mediter- 
ranean, the West Indies, South 
America and the Pacific Coast of 
the United States offer substantial 
savings in time and money to 
shippers. 


For loading and unloading, the 
water front Municipal Union Ter- 
minal is served by eight trunk 
line railroads, all perfectly co- 
ordinated by a jointly owned belt 
line. Traffic congestion, with its 
consequent delays, is impossible. 


Write the Norfolk Port Com- 
mission for further information. 
Ask for ‘“‘Shipper’s Information.” 
The Port Commission will be 
glad to serve you in any way. 


NORFOLK PORT COMMISSION 
NORFOLK, VIRGINIA 


‘Port of Quick Dispatch and Economical Handling’ 


January 
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= DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 

all points South. Close affiliation with the lines listed below makes this an 

ideal route for the rapid movement of shipments throughout this section. 
Canadian Pacific Railway 
Canadian National Railways 


Quebec, Montreal & Southern 
Boston & Maine 
Boston & Albany 


} via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 





DELAWARE & HUDSON SUPER-POWER ENGINES 
These powerful locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 
HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 
J. E. cnr .-- nt, 


Cc. F. Beck, Gem Eastern Freight Agent, 
H Building 
ATLANTA, GA.—Telephone Walnut 5464 
— Pickens, Jr., Commercial Agent, 
913 Healey Building 
BOSTON, MASS. eae ond Main 1 
. H. Wheeler, New England Fright Agent, 
29-430 Mee > of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
H. W. Haas, General Agent, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash” 8994 
J. A. Flanders, Jr., General Agent, 
= 8-839 Transportation Building, 
8 South Dearborn Street 
MONTREAL. QUE.—Telephone Main 0638 
—_ Fitzsimons, General Canadian Freight Agent, 
238 St. = Street 
— YORK, N. Y.—Telephone Whitehall 5648 and 6649 
—_ be Beckstedt, General Agent, 
446-48 Woolworth Building, 
233 Broadway 


ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley, Division Freight Agent, 
191 Main Street 
hee oe a ng PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
8. Y. Baldwin, General Agent, 
513-514 Bessemer Duildine 
H. A. DIETZ, General Traveling Coal Agent, 
513-514 Bessemer Building 
ae a 2 N. Boag a oy 698 
H. iw, D ion Freight Agen 
101 Bridge Street 7 
SCRANTON, PA.—Telephone Bell = Con. 557 
IJ. Je Coyle, Division Freight Agent, 
D& Passenger Station 
ST. — ee Olive 1651 
. Stewart, General Agent, 
Pierleas Pierce = 
TROY, N. Y.—Telephone 7 
F. J. Forster, Division "Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 
Rolfe, Assistant General Traffic Manager, Albany, N. Y. 


Cc. E. 
F. W. Nyland, Coal Freigh 
L. F 


W. J. MULLIN, 
99 General Traffic Manager 


THE MONTREAL LIMITED 


t Agent, Albany, N. Y. 6“ 
. Perry, Assistant to General Traffi 


c Manager, Albany, N. Y. 


J. T. LOREE, 
Vice-President and General Mgr. 99 
ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
ROUTE OF BETWEEN NEW YORK AND MONTREAL ROUTE OF 


THE MONTREAL LIMITED 
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QOS NID) 


SAAS) 
Uni-Lastic 
STOWAGE 


“Tele Nhat Binds 


? A method of car-loading that ties the load 
What Is It? into two flexible units of such size that they 
absorb the shocks and impacts of train movement and switching, 










= sane Se It allows a slight compensating movement of the whole load in 

& Inspection Bureau. the car and permits enough elasticity in the load itself to cushion 
| See W. W. & I. B. transportation shocks and prevent damage either to merchandise 
| Bulletin No. 606. or rolling stock. 









How Is It Done: ? Four strands of 8 gauge wire are 


“draped” around the inside of 
the car and spaced with spacer wires according to the height of 
the load. After the load is placed, the wires are drawn tight with 
a Gerrard Little Giant Wire Tying Machine. “The Tie That 
Binds” is made, and the load is ready. 













One of the Gerrard : 
guup of Wie Ging What Does It Accomplish? Cet Uni 
Machines— the well Ln LA SNES 
known Model “B” for accomplishes the safe carriage of merchandise. 


light packaging. Uses 
wire, I2 gauge, or 
smaller. Ask us how 


to make safer single- It saves $2.00 to $4.00 per car in loading costs for the type of 
package shipments. shipment illustrated. 


It reduces dunnage to 30 pounds and eliminates the use of 
spikes, nails or timber bracing. 


It reduces damage to both merchandise and rolling stock. 





GERRARD WIRE — MACHINES CO. 


1944 South 52nd Avenue CHICAGO, ILL. 
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VANCOUVER 


“PORTLAND 


” SAINT 
“ ‘Sy MARIE 
re BESSEMER 


“MENOMINEE 


FREIGHT SERVICE _ 


Between 


ee. All Points in the East and South 


and 
Northwest, Western Canada 


North Pacific Coast 


DAIRYI ab... EEL 


INDUSTRY 


To avoid delay, shipenente Seg Canadian Soettnntione must be accompanied by SHIPPERS’ EXPORT genni MADE IN TRIPLI- 
ATE. This document m _— delivered railroad agent at — a with the shipment and 
mpany same to Canadian port of e 


AGENCIES 
Lon Angeles, Cal. 608 80, Spring Bt. 
Milwaukee, Wis., Mamaia st 


aonneapola, Mina’ Bop lan Bi, —— , 1006 O14 Natl Bank Bldg. 


Beer taet Sas Wee Bt a phages 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Winnipeg, Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 


ae SRN 
7 =—S SW MON 
= 1 We\ 

fan = ~ » Wy - 

Ps : 


Ws 


pr ~~ 
> 


ji F 
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PORT OF SEATTLE 


Port of Seattle 


by reason of the construc- 
tion of these adequate 
Terminal Facilities are 
prepared to handle 


Coastal, Intercoastal 
and 
Foreign Commerce 
with 
Economy and Dispatch 
Write for information to 


PORT OF SEATTLE 
Seattle, Washington 
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“Traffic Service” 


Advisory Service on I. C. C. Procedure 
and the Law of Carriers 


Freight Bills Audited 

Interstate Commerce Cases handled 
Loss and Damage Claims handled 
Rates Quoted 

Rate Statements compiled 

Traffic Statistics compiled 
Washington Representation 


Interstate Traffic Company 
Transportation Building 
Washington, D. C. 
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SOUTHERN PACIFIC LINES 
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